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A NO-QUORUM COMMITTEE 

Twice within the last few weeks the Senate interstate 
commerce committee has not held scheduled hearings on the 
Fess railroad consolidation bill because fewer than four 
members of the committee were present. Hearings have 
been held on the bill with from four to. eight members 
present. There are eighteen members of the committee. 
Witnesses were present to be heard at the hearings that were 
not held because so few members put in an appearance. 

It is not expected that any final action with respect to 
railroad consolidation legislation will be taken at this ses- 
sion of Congress and the general feeling to that effect has 
some bearing on the situation with respect to attendance 
of committee members at hearings. With proposed legisla- 
tion of such importance as that embodied in the Fess bill 
before the committee, however, we think the committee fails 
properly to discharge its duty to the public when it permits 
a record to be made on such a bill with only four or five 
members, out of a total of eighteen, present to hear the 
testimony. Either the committee should have a majority 
of its members present or it should advise those who wish 
to be heard that hearings will not be held. We say this for 
the reason that, if a bill should be reported from the com- 
mittee with only a few members advised as to the details of 
its provisions and the reasons why they should be enacted 
into law, there would be little weight behind the report. 

Unless there is a change in the attitude of the members 
of the committee with respect to attendance at hearings on 
Proposed consolidation legislation, we do not see much hope 
for final action on such legislation even at the next session 
of Congress. Ever since the late Senator Cummins under- 
took to obtain a revision of the consolidation provisions of 
the present law, there has been a marked lack of interest 
in the matter on the part of a majority of the members of 
the committee. Testimony on the Cummins bill was heard 
by only a few members of the committee. In some instances, 


the author of the bill was the only member present. Senator 
Cummins was permitted by the committee to report the bill 
to the Senate, where it has since been pending on the 
calendar. With the death of the senator, the bill was left 
practically without an advocate. Of what value is a report 
from a committee in such circumstances as that? We are 
not discussing the merits of the Cummins bill or the Fess 
bill; but we are dealing here with the question of the proper 
dispatch of public business. 


It may be said that it would probably be best that the 
Senate committee do nothing. It may be pointed out that, 
in the years immediately following passage of the trans- 
portation act, when there was agitation for repeal or 
amendment of this or that part of the law, the members of 
the committee and of Congress were urged to keep their 
hands off the act, and that the lassitude of committee mem- 
bers now may be an aftermath of the “hands off” campaign. 
It is now, however, practically seven years since the trans- 
portation act was approved. The situation has become 
somewhat clarified as to changes in the law urged in the 
public interest. The time is approaching when Congress 
should act one way or the other on these proposed changes. 
With reference to the consolidation provisions of the law, 
the Commission has advised Congress that they are not 
workable and that a change should be made. This recom- 
mendation was not made hastily, but after long considera- 
tion of the problem. 

Until the Senate committee sees fit to take up the 
subject of railroad consolidation legislation in an effective 
way, we do not believe that progress will be made toward 
changing the law. Making a record before three or four 
members of the committee, to our mind, is a waste of time. 
Probably the only thing that may be said in favor of such 
a course is that a few members of the committee and the 
public may, thereby, become informed on the subject under 
consideration. 

The Senate committee has had before it since the 
beginning of the present session, the Newton bill (H. R. 
12065), which was passed by the House, July 2, 1926. This 
bill provides for several amendments to the interstate com- 
merce act and the transportation act that would permit 
desirable improvement in the administration of the law. 
The changes proposed are not of great moment, so far as 
the broad policy of regulation is concerned. There is 
practically no objection to the bill. The House committee 
on interstate and foreign commerce did a substantial amount 
of work on it. If it is not passed by the Senate before 
March 4, it will die. If that happens, the House will have 
to pass it again at the next session. The Senate committee 
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"THE assertion is not of our making. These are the 

words of a prominent railroad official and member of 
the Car Service Rules Committee of the American Rail- 
way Association, spoken as a public utterance before a 
conference of shippers. They are words of solid mean- 
ing to every man who uses railway freight transportation 
between the Gulf of Mexico and the Great Lakes. And 
what is back of these words plainly counsels doing this 


thing— 
Route via G. M. &N. l 


and Save Timee 


For the year of 1926, car mileage averaged 43.3 per day 
over our tracks. And our efficiency record led all American 
roads, excellent as they are, in av- 
3-DAY ARRIVAL | erage in tons of freight per car, in 
BETWEEN percentage of loadings to total car 
GULF POINTS | mileage, and in LOWEST percent- 
AND age of bad order cars to total cars 
CHICAGO owned. THESE DETAILS MAT- 
TER TO EVERY SHIPPER, be- 
cause they mean speed in moving freight from point to 
point. They matter to you! For they save you time, which 
is most usually money. 


Through Traffic Arrangements with the C. B. & Q. 


Using Paducah, Ky., as a gateway, the G. M. & N. hastens freight 
movements to and from the South and Southwest by its smooth- 
working THROUGH TRAFFIC connections with the great C. B. & 
Q. system. Look at the map and see what other straightline service 
you get via G. M. & N. 


THESE CONNECTIONS: 

Alabama & Great Southern R.R. Louisville & Nashville R.R. 
Alabama & Vicksburg Ry. Mississippi Export R.R. 
Bonhomie & Hattiesburg-Sou. R.R. Nashville, Chattanooga & St. L. R.R. 
Columbus & Greenville Ry. New Orleans & Northeastern R.R. 
Gulf & Ship Island R.R. St. Louis & San Francisco R.R. 
Illinois Central R.R. Southern Railway 

Yazoo & Mississippi Valley R.R. 


Write or wire your nearby Trafic Agency for special 
attention and detailed information. 


J. A. JACKSON, Freight Traffic Mgr., Mobile, Ala. 


E. L. Mountfort, A. F. T. M. W. H. Askew, A. F. T. M. 
Chicago, IIl. * Mobile, Ala. 


Ke TRAFFIC AGENCIES ss 


DETROIT, MICH. LOS ANGELES, CALIF. MOBILE, ALA, PADUCAH, KY. 
E. W. Goslee, M. F. Smith, C. H. Dege, Jr., Cc. F. Groom, 
_ District Freight Agt. Pacific Coast Agt. District Freight Agt. Commercial Agt. 
JACKSON, MISS. MEMPHIS, TENN. NEW ORLEANS, LA. PITTSBURGH, PA. 
R. L. Lichty, ’ on, J. O. Gaither, R. M. Chittick, 
District Freight Agt. District Freight Agt. District Freight Agt. District Freight Agt. 
KANSAS CITY, MO. MERIDIAN, MISS. NEW YORK, N. Y. ST. LOUIS, MO. 
J. S. Chartrand, L. L. Lapp, W. R. Butler, W. O. Lewis, 
District Freight Agt. Division Freight Agt. Eastern Freight Agt. District Freight Agt. 
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has been appealed to to act on this bill. December and Jan- 
uary passed without action. 

The attitude of the Senate committee has been dis- 
couraging to those who believe they have meritorious pro- 
posals with reference to changes in the interstate commerce 
law. The time has come for a change in the committee’s 
attitude and its methods in handling public business. 


: REPEAL OF SECTION 15-A 

We are publishing elsewhere an interesting address by 
J. V. Norman, of ‘Louisville, an always forceful and stimu- 
lating thinker, whether one agrees with him or not. In 
this particular address he considers the change in the 
character of litigation that has come about with reference 
to the making of rates and attributes to the same cause 
that has brought about this change—the rate-making sec- 
tion of the transportation act—the influence of politics on 
the rate structure of the country. He is undoubtedly right 
as to the evolution he speaks of. As to whether he is also 
right as to the cause and the remedy is a question. 

There is much food for thought in what Mr. Norman 
says.. We ourselves, however, do not agree that the time 
has come for repeal of the rate-making section of the trans- 
portation act, which, he says, was enacted for the purpose 
of putting the railroads on their feet and, now that they are 
on their feet, is no longer necessary. We think that, with- 
out that section, the railroads would soon be thrown off 
their stride again. We think, indeed, that they have not 
yet reached the point that it was intended by the act that 
they should reach. The western roads are still earning far 
below what the act establishes as an adequate return and 
what the Commission guessed badly in trying to give them 
under the act. We should say, rather, that the remedy 
consists in doing just what Mr. Norman was doing when 
he made that address—in calling attention to the situation 
boldly and clearly and in endeavoring to educate the law- 
makers, the administrators of the law, and the part of the 
public vitally interested in transportation as to what is 
being done wrong and what should be done to do things 
right. After all, it is laziness of thought and action that 
causes most of our ills in this, as in other matters. 


CANADIAN RAIL OUTLOOK 

Canadian railways face the year with anxiety be- 
cause of attacks on their revenues from several quarters. 
Both the western and eastern provinces are pressing 
for a downward revision of rates, and practically every 
unit of organized railway labor is demanding more pay. 
If both appeals are successful, it will mean heavy net 
revenue losses for the carriers. 

Looking back over 1926, it is easy to identify the 
outstanding features as the splendid physical condition 
of the railways and their operating efficiency. The gains 
made in net revenue were largely due to the latter. For 
example, the average trainload had grown from 344 tons 
in 1913 to 507 in 1925, while the average carload rose 
from 18.06 tons to 22.43. This has meant larger earnings 
a train and car mile, and goes to the core of successful 
railway operation. 

The railways are becoming more and more depend- 
ent on earnings from freight, since passenger business 
has been declining for years. In 1920 the railways of 
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Canada carried 51,318,422 passengers and in 1925 only 
41,458,084. Coincidentally, earnings from passengers 
dropped from $102,732,789 to $78,193,692. In all coun- 
tries where the automobile has come into use this has 
been the experience. 

The street railways of Canada have also suffered 
from motor car competition. In 1925 they carried 725,- 
491,101 passengers, as against 804,711,333 in 1920. Yet, 
in carrying the smaller number, they ran 4,500,000 more 
car miles. At the same time, capital investment was 
increased by $21,000,000. 

An extraordinary thing has accompanied this de- 
crease in passenger business. The average journey has 
been lengthened, though fewer passengers are being 
carried. This has meant heavy and costly increases in 
sleeping, parlor, and dining car equipment. 

The railways of the United States will spend this 
year about $900,000,000 for new equipment and general 
physical improvements. Canadian railways have a pro- 
gram that will represent a proportionate outlay for the 
same purposes. Increasing efficiency is the aim of all 
railway executives because it makes for economy. 


RATE MAKING AND POLITICS 


J. V. Norman, of Louisville, Ky., general counsel for the 
Southern Hardwood Traffic Association, in a recent address at 
Memphis on the subject, “Why Rate-Making Has Become a Poli- 
tical Question, and a Suggested Remedy,” remarked that the 
character of litigation as to freight rates had undergone a com- 
plete change in recent years. Formerly, the question was chiefly 
as to the measure of the rate and the litigation was between the 
shipper and the carrier. Now, he said, it was chiefly as to the 
relationship of rates and the litigation was between sections of 
the country—shippers and carriers of a certain section being on 
one -side opposing shippers and carriers of other sections. 

Before discussing what he thought were the dangers of this 
change, he called attention to one good result—the change in 
the attitude of shippers toward railroad men. He gave organiza- 
tions such as the traffic clubs and regional advisory boards part 
of the credit for this change, but attributed it chiefly to the 
“community of interest that has arisen out of the new order 
of things.” 


The answer to the question of what had caused this change 
he found in “the increased powers of the Commission and the 
tendency so to use those powers as to affect, if not control, the 
flow of commerce between the states. Under existing law the 
Commission may dictate to a great consuming market where it 
shall buy and to great producing territories where they shall sell. 
Such power as this has never before been vested in any tribunal 
and it is not difficult to see where the exercise of such power 
must eventually lead, especially in a republic.” 

Specifically, he said, that power was to be found in the 
transportation act, especially sections 13, 15, and 15 (a). Sec- 
tions 13 and 15 vest in the Commission the power to prescribe 
minimum as well as maximum rates. Section 15 (a) is that 
which is sometimes called the “guarantee section.” It provides 
for adequate rates for the railroads. 

Continuing, Mr. Norman said: 


Most of the discussion of this section is centered upon the require- 
ment that the Commission shall fix rates so as to produce a given 
return and this, in fact, is the purpose of the section. But little notice 
has been given to the vast power thereby vested in the Commission 
to control and direct the commerce of the country. This power is 
incidental to the requirement that the Commissign so fix rates as to 
produce a given return. But the incidental power is fraught with 
much graver consequences than is the requirement to which it is an 
incident. In discussing these powers the Federal Court in the case 
sree Island Salt Mining Co. vs. United States, 6 Fed. (2) 315, 
said: 

“By these sections the Commission is empowered to raise the 
rates, not merely because non-compensatory to the carriers receiving 
them, but because they are unjust or unreasonable from the point of 
view of other carriers and localities.” 

This means that the court construes these sections to empower the 
Commission to require the carriers to raise rates, although the rate 
is satisfactory to the carriers charging it, is compensatory, and is in 
no way unlawful, and to do this “because they are unjust or unreason- 
able from the point of view of other carriers and localities.” There- 
fore, if the carrier is charging a lawful rate but the Commission feels 
that, by doing so, it is depriving some other carrier of traffic or some 
other shipper of business, the Commission may require the carrier 
to raise its lawful rate and deprive itself of traffic, as well as the 
shippers which it serves, of the opportunity to do business. Nothing 
could be more far-reaching than this and its mere statement impresses 
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one with not only the vastness of the power but the injustice of the 
principle upon which it is based. 

Can it be that, under the transportation act, the Commission, 
on a finding that a rate is “relatively unreasonably low,’’ can require 
a carrier to raise an otherwise lawful rate and deprive its shippers 
of the opportunity to do business in a competitive market, and 
do this so that other carriers, and the shippers served by them 
may take the business? Not only is the answer to this question ‘‘Yes” 
but this is exactly what the Commission did do in the Salt Cases of 
1923, and its action was affirmed and approved by the court in the 
Jefferson Island case just referred to. The Supreme Court of the 
United States has also sustained this remarkable power of the Com- 
mission in the case of United States vs. Illinois Central Railroad Co., 
263 U. S. 515, where the court said: 

“For now the interest of the individual carrier must yield in many 
respects to the public need; and the newly conferred power to grant 
relief against rates unreasonably low may afford protection against 
ee rate policies of the competitor which were heretofore uncon- 
trolled.’ 

It may be said that prior to the enactment of the transportation 
act the Commission possessed the power to control commerce under 
the third section of the interstate commerce act, which authorized 
it to require the removal of discrimination, but this is true only to 
a very limited extent. In the first place, the Commission could only 
order the removal of discrimination where the same carrier or carriers 
controlled both of the rates under consideration and, in the second 
place, it could not even, in such case, prescribe the minimum rate 
to be fixed from either point and the carriers were left free to remove 
the discrimination by lowering the higher rate if their interest and 
that of their shippers were better served thereby. Under the new 
power granted by section 15 (a), the Commission may “initiate, 
modify, establish, or adjust’ and, in prescribing general changes in 
rates under this power, the Commission may and does so change rates 
as to affect adversely one section of the country to the advantage 
of another section. For example, in prescribing the general increase 
in rates in 1920, the Commission directed a percentage increase which 
had the effect of increasing the burden on the long-haul shipper to 
such an extent as to give, in some cases, a practical monopoly to the 
short-haul shipper. Moreover, the exercise of these new powers by 
the Commission has the effect of freezing rates and placing the traffic 
of the country in a transportation straight-jacket because the carriers 
can no more lower rates without the consent of the Commission than 
they can raise them. 

The purpose of Congress in enacting the Transportation Law was, 
as stated by the Supreme Court in Dayton-Goose Creek Railroad vs. 
United States, 263 U. S. 256: 

“Affirmatively to build up a system of railways prepared to handle 
promptly all the interstate traffic of the country.” 


Sectional Representation 


While vesting the Commission with the necessary powers to carry 
out this laudable purpose, Congress, doubtless, failed to foresee that 
the powers granted would lead to sectional conflict. But, hardly had 
the Commission begun to exercise these new powers and to make 
decisions that affected fhe commercial rivalry between sections of 
the eountry, than the political struggle to control the Commission 
began. Almost at once there arose in Congress an insistent demand 
from practically every section of the country for representation on 
the Commission. The President accepted the principle of representa- 
tion by different sections and bills are now pending in both houses 
dividing the country into regions and requiring the President to make 
an appointment from each region or section of the country. The wide- 
spread demand for sectional representation on the Commission is in 
itself recognition of the fact that rates must, in the future, be made 
along political or sectional lines and that the decision of the Commis- 
sion will be reached much in the same manner as tariff laws and 
appropriations are enacted by Congress—that is, by “log rolling.” * * * 

The struggle for sectional and political control of the Commission 
has been brought sharply to the attention of the country in recent 
weeks by the battle waged in the Senate over the confirmation of a 
recent appointee to the Commission. This appointment was made 
from the State of Pennsylvania as a result of a campaign made by 
the representatives in Congress from that state over a period of two 
years, seeking and demanding representation on the Commission for 
the state of Pennsylvania. In a number of proceedings pending before 
the Commission the interests of Pennsylvania are directly opposed 
to those of other states and it was for this reason that Pennsylvania 
demanded representation. In other words, Pennsylvania demanded 
the right to name one of its own citizens to sit in judgment in con- 
troversies between itself and other states. While this is the most 
flagrant instance that has yet occurred, it is but indicative of the 
struggle that is growing day by day for sectional and political control 
of the Commission. 

If we are to have sectional conflicts for commercial advantage, 
and sometimes commercial life, decided by a body each member of 
which “speaks for the region from which he comes” rather than by 
a tribunal which decides with “abstract justice’’ and ‘on the fairness 
of the facts laid before it’ we are in a sad way, indeed. WHither 
some way must be found to have these sectional conflicts determined 
by an impartial tribunal or else the law which creates such conflicts 
must be repealed. 

One of the fundamefttal principles upon which the union of the 
states was originally founded is that interstate controversies should 
be determined by an impartia] tribunal, and to this end the Constitu- 
tion established the Supreme Court of the United States. But even 
this great tribunal is not called upon to determine questions of com- 
mercial rivalry between sections of the country as is the Commission 
under the transportation act. Had it been called upon continuously 
to determine such ‘controversies, it is hardly possible that even that 
great tribunal could have escaped a political struggle for its control. 

I know of no way, under a republican form of government, that 
provision can be made for the establishment of an impartial tribunal 
to determine commercial controversies where the interests of great 
sections of the country are arrayed against each other. At the time 
of the adoption of the Constitution it was not contemplaed, I dare 
say, that any such power to control and distribute the commerce of 
the country would ever be vested in any tribunal. Apparently the 
best, if not the only suggestion that any one has been able to make 
for constituting a tribunal to exercise these new and vast powers, 
is that its members should be appointed from prescribed sections of 
the country and for the purpose of representing the sections from 
which they come. I submit that, in view of the apparent impossibility 
of providing an impartial tribunal to exercise these powers, careful 
consideration should be given to the question of whether it is neces- 
sary that such powers be vested in and exercised by any tribunal. 


Reason for Such Powers 


We have already seen that these powers have been vested in the 
Commission, not directly or because of the necessity or purpose of 
having a tribunal to determine such questions, but only incidental 
to the accomplishment of an entirely different purpose. The powers 
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were not granted because of existing conflicts between sections, but 
the granting of the powers for a wholly different purpose created the 
conflicts. It, therefore, becomes necessary to inquire, first, whether 
it is necessary for the accomplishment of this other purpose that such 
powers be granted and, second, if so, whether it would be better to 
fail in the accomplishment of this other purpose than to create the 
situation that necessarily grows out of its accomplishment. 

As already stated, the prime purpose of the grant of these powers 
is “to build up a system of railways prepared to handle promptly all 
the interstate traffic of the country,’”’ and I think we will all admit 
that this purpose has been accomplished, although, as we have seen, 
at very great cost. Of course, no one can be sure that this accom- 
plishment is due to the transportation act or whether it could have 
been had without that act. However, since the enactment of the 
transportation act, the carriers have handled, without undue conges- 
tion or delay, the greatest traffic in the history of the country. While 
the burden of transportation costs has constantly increased it has not 
become heavy enough, at least under conditions of general prosperity, 
to retard, the flow of traffic, except, perhaps, in a few isolated in- 
stances important to those concerned but not affecting the welfare 
of the nation as a whole. 

If it be admitted, however, that, at the time of the passage of 
the transportation act, such legislation was necessary in order ‘‘to 
build up a system of railways prepared to handle promptly all the 
interstate traffic of the country,’’ it does not follow that it is neces- 
sary to continue such legislation in force after such a system has been 
built up. The conditions which confronted the railroads in 1920 
were wholly different from those existing today. They were just 
emerging from federal control with wages greatly increased, road- 
beds and equipment badly run down, and their credit impaired. 
A general increase in rates was imperative and a period of rehabili- 
tation absolutely necessary. Drastic legislation was justified by 
the conditions. Today the railroads are rehabilitated and have more 
than recovered from the ravages of war. Their roadbeds and equip- 
ment are in excellent shape, their earnings are the highest in history 
and their credit more than restored. Rates are at as high a level 
as the country can stand and future revisions of rates must neces- 
sarily be downward rather than upward. In other words, the purpose 
of the transportation act has been accomflished, as there has been 
built up “a system of railways prepared to handle promptly all the 
interstate traffic of the country.” They no longer need ‘“‘the fostering 
guardianship and control of the Commission” under which the Su- 
—_ Court declared they had been placed by the transportation 
act. 

Are we to assume that, if this “fostering guardianship and con- 
trol” is removed, the adequate system of railways which has been 
built up will slip back into the condition it was in as a result of 
the war? Such a supposition, it seems to me, must necessarily be 
based upon an assumption of incompetency on the part of railroad 
executives and, in fact, upon the failure of private ownership and 
management of railroads. If the owners and managers of the rail- 
roads cannot maintain the adequate system of transportation now 
built up and placed in their control and do so without the ‘“‘foster- 
ing guardianship and control of the Commission,” then it would seem 
that we have come to the end of private ownership. If, in order 
that private ownership shall continue, it is necessary to have laws 
which create sectional strife and political struggle for the control 
of the tribunal administering such laws, the country will, doubtless, 
come to the conclusion that it would be better to end the private 
ownership. I do not see, however, how anything could be gained 
by this, because. if the government owned and operated the rail- 
roads, it would simply serve to add political control and management 
to political rate-making. Instead of the various sections of the 
country waging their conflicts before the Commission, they would be 
fighting before some department of the government and the political 
battle to control this department would be even greater than the 
political battle to control] the Commission. 


Repeal Suggested. 


It seems to me, therefore, that it is plain that the reveal of some 
of the vast powers vested in the Commission is preferable to either 
the continuance of sectional strife and political rate-making or 
government ownership and control. With these extraordinary powers 
repealed, the Commission would revert to prescribing reasonable 
rates and removing undue discrimination and sectional strife would 
largely subside. as well as the incentive for political control of the 
Commission. The railroads, being now established. no longer need 
the “fostering guardianship and control of the Commission” and 
are, or at least ought to be, able to stand on their own feet. If 
the repeal of these extraordinary powers should result in the rail- 
roads becoming inefficient and inadequate it would then be time 
to consider what should be done. Certain it is, however, that we 
have more to lose by continuing the present laws, with their con- 
comitant evils of sectional strife and political rate-making, than 
by trusting the owners and managers of a rebuilt and rehabilitated 
transportation system to operate same under substantially the same 
laws as to regulation as existed prior to the transportation act, 
which act was born of an emergency which may not, and probably 
will not, ever recur. 

I have not lost faith in the ability of private ownership and 
management to maintain and operate an adequate svstem of trans- 
portation under normal conditions. I do not believe that it is neces- 
sary to continue laws that divide this great country into sections 
and set one section against another in political conflict, the issue 
of which involves their respective commercial existence. Without 
such laws this country was developed as one great commercial entity. 
Without such laws we built a system of transportation which per- 
mitted the free movement and interchange of commodities under 4 
rate structure which, though far from perfect, maintained the 
widest competition as between commodities and markets without 
the destruction of any of them. Without such laws we developed 
the greatest railroad system in the world. I have faith that without 
such laws the genius of American business and American manage- 
ment can continue to maintain and operate such a system. adequate 
to the country’s needs and prepared to handle promptly all the 
interstate traffic of the country. 

My conclusion is that. in order to save the Commission from 
becoming a political football and to save the commerce of the 
country from the evils of political rate-making. Congress should 
repeal the sections of the transportation act to which I have referred, 
which were enacted to meet an emergency and which have ac- 
complished the purpose for which they were enacted. 


SHORT LINES AND 15-A 


Representative Newton, of Minnesota, has introduced H. R. 
16890, a bill to exempt short lines of a certain class from the 
recapture provisions of section 15-a of the interstate commerce 
act. A similar bill is pending before the Senate interstate 
commerce committee. 
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The Commission and the Courts.—It is accurate to say, as 
set forth in the motion of the complainant in Nos. 15877 and 
15878, Standard Oil Company (Indiana) vs. Atchison, Topeka 
and Santa Fe et al., that the policy of the Commission is to 
afford full and fair opportunity to litigants to take their thoughts 
contrary to the Commission’s views into court for a judicial 
determination of the questions raised by such contrary thoughts. 
However, as pointed out by the attorneys for the railroads, in 
opposition to the motion, the Commission has never before, so 
far as can easily be recalled, been asked to set aside a negative 
order, so-called, to the end that the loser in such a case can 
get into court. Negative order cases have been brought into 
court, but not without difficulty. Assent by the railroads to 
having the “open routing’ question involved in these cases, 
taken to the courts, however, seems a little more than could 
reasonably be expected. They have been fighting hard against 
the interprtations put by the Commission on their tariffs, in 
such cases. Broadly speaking, however, they have been losers. 
In the cases at bar, they have been winners. Whether they 
have been won by reason of the Commission walking over the 
former decisions in such cases or by reason of a difference in 
facts, is one of the questions about which much talk is taking 
place. Some of the language used in the Standard cases might 
be interpreted as indicating that some commissioners believed 
the Commission was doing that very thing. It could also be 
taken as being no more than saying: “Admitting, for the sake 
of the argument, that we are undoing what we have previously 
done in such cases, we, nevertheless, say so and so in this 
case.” Telling a court or a commission that it is reversing 
itself does not mean that the court or commission will admit 
the accuracy of the charge. However, the question as to what 
the tariffs mean will be brought before the courts because three 
of the carriers have sued for the collection of undercharges. 
The carriers will have the burden of proving that the construc- 
tion they place on their tariffs is the proper one. Of course, 
they will be able to show the courts that the Commission inter- 
preted the tariffs in question in a certain way. But the query 
is as to how much weight the courts will attach to that fact. 
A reparation order of the Commission is only prima facie evi- 
dence in the courts. It is made so by the statute. The law 
says nothing about what a court shall do with a decision on a 
mixed question of law and fact when a case involving the same 
tariffs or reissues thereof comes before it. However, the courts 
are inclined to think that what the Commission says is the law 
on the subject. They have disposed of cases, seemingly, on 
the theory that, if the Commission was satisfied, they “should 
worry.” That, of course, may be only a layman’s view of a 
law matter. However, if cases were not disposed of on that 
theory it is certain the courts have shown great reluctance to 
overturn the Commission—that is, in the years since the aboli- 
tion of the Commerce Court, a tribunal that helped in its own 
undoing by paying less than enough attention to the expert 
character of the Commission’s work. Broadly speaking, there 
is such a divergence of view as to the soundness of the Com- 
mission’s conclusion in the cases mentioned that many who have 
no interest in the money phase of the subject, it is believed, 
would be pleased were things to be so developed that there 
could be a judicial determination that would satisfy those who 
have shown an interest in the query whether the Commission, 
in these cases, has departed from the rules laid down in earlier 


a and whether such departure was really warranted by the 
s. 





Eastern Roads Think They Are Brothers’ Keepers.—It is 
not often that railroads in one group make suggestions to the 
Commission as to what the rates should be in another group. 
Many times western roads have said the rates of the eastern 
roads were too low for them to use in measuring themselves 
for new suits of rates. Never, so far as memory serves, have 
Carriers pointedly said the rates of their neighbors were so low 
as to endanger their own health and for that reason should be 
raised. To be sure, the eastern carriers, particularly the 
C. F. A. parts of them, in asking the Commission to enlarge 
No. 17000 (Part 4) so as to liquefy its orders in Midcontinent Oil 
Rates, 1925, and bring their reasonableness and propriety into 
question, did not bluntly say that the Commission should raise 
the rates from the mid-continent groups to the western part 
= Official Classification territory. However, they might as well 
he done so and left no doubt, if any there be, as to what they 
a nk should be done to save them from the rocks of financial 
—: There is no trouble for anyone seeking light to find 
an the eastern roads think the rate from Tulsa to Chicago 
ae not be less than 47 cents, instead of the 39-cent rate 
. ered in Midcontinent Rates, 1925. They show the bases 
n which they think that rate should be built. The amazing 
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part of the matter, considering that it is a rule that one region 
should not undertake to say what the rates from another group 
should be, is that the western trunk lines have their own rails 
up to Chicago and that the reasons the petitioning lines have 
for getting into the case are that they haul oil from St. Louis 
to Chicago and that the Indiana folks look at the rates into 
Chicago and complain that they are paying too much in compari- 
s0n with Chicago. Therefore, when the Commission, with a 
view to quieting Indiana, agrees that the rates to Indiana are too 
high in comparison with rates to Chicago, the eastern carriers 
easily visualize the hump that once lay along the line between 
Indiana and Illinois majestically moving across the map until 
it falls into the Atlantic Ocean and their own rate structure 
is as low and flat as the prairies where they assert low rates 
prevail. To old-timers it seems there was less trouble for the 
country when Illinois rates were higher than Indiana rates than 


‘there is now. That may only seem so, as distance lends en- 


chantment to the view both physically and metaphysically. But . 
it is not likely that such old conditions will be restored within 
the generation now fussing with rates; ergo, the Commission 
must continue to seek the unattainable—a rate structure pleasing 
to everyone. 





Commission’s Report a Poor Man’s Index.—Comment in The 
Traffic World of December 11, p. 1857, about the length and 
general inanity of annual reports by agencies of the government, 
has brought forth two faces in justification of a large part of 
the Commission’s reports and traversing of allegations of fact. 
The first is that the report contains a digest of the Commission’s 
decisions, which is of great value to men who feel they cannot 
afford to buy the Commission’s bound reports; the second is 
that the cost of the annual report, even if saved, would not 
help much toward the publication of the volumes of the Com- 
mission’s reports, the loose leaves of which are now in the 
119th volume. The total cost of the Commission’s annual report 
is less than $4,000. It costs about $2,200 to get out a printed 
volume of decisions, which, technically, are reports and orders. 
It is pointed out, therefore, that, even if no annual report was 
submitted, there would be only one volume more of the reports 
of cases. The fact that the current loose leaves are those of 
the 119th volume is somewhat misleading in that there are 
three classes of such volumes current at all times. That is to 
say, loose leaves showing that they belong to the 117th, 118th, 
and 119th volumes are current business, a current volume being 
devoted to cases on the finance, valuation, and formal case 
dockets. When that is remembered, it is pointed out, the publi- 
cation of the bound reports is not so far behind. Within the last 
ten days volumes 108 and 109 have been distributed. Numerically, 
therefore, the bound volumes are only ten behind current work. 
However, when it is remembered that Nos. 117, 118, and 119 
loose leaves are of current work, the bound volume stream is 
not so sluggish as a mere examination of the numbers would 
indicate. But the stream, being seven volumes behind the 
current stuff, seems fast enough for the man having all the 
prizes there are for sluggishness. 





Baltimore and Ohio’s Centennial.—in a few days, February 
28, to be precise, the officers and directors of the Baltimore and 
Ohio will give a dinner to Governor Ritchie and other officials 
of Maryland, officials of other railroads, and about 100 em- 
ployees of the company of long standing, in celebration of the 
Maryland legislature’s grant of a charter to build a railroad, 
in the present understanding of the term, from Baltimore to a 
point on the Ohio River. The charter act was passed February 
28, 1827, just about eight years after the Supreme Court of the 
United States held, in the Dartmouth college case, that a grant 
of that sort was a contract, the obligation of which the legisla- 
ture of New Hampshire could not impair because, specifically, 
the Constitution of the United States forbade impairment of 
obligations of contracts, even contracts created by charters 
granted by the King of England, as was the charter given Dart- 
mouth college. Many writers on the subject regard that decision, 
made at a time, 1819, when legislatures were more riotous 
than they are now, as the bulwark behind which the marvelous 
development of the industrialism and transportation of the 
United States took place. It gave assurance to investors (there 
were some such, notwithstanding the general bankruptcy due 
to the abolition of the United States bank and the promotion 
of swindle banking under state laws) that vested rights would 
be protected. The Baltimore & Ohio is operating under the old 
charter to this day and its name is the same as it was when 
Charles Carroll, signer of the Declaration of Independence, and the 
Grand Lodge of Masons of Maryland laid the corner stone. Seven 
or eight years after that event, railroad building in the United 
States was begun in earnest. While investors had both honest 
and dishonest railroad companies have had many trials and trib- 
ulations since those days, few, if any, of them have been due 
to attempts by legislatures to impair the obligations of con- 
tracts. Prior to 1819 such attempts were not rare. 





Honesty in Advertising—Apparently, the appellate division 
of the Supreme Court of New York has joined the fight of the 
advertising clubs of the country to bring about honesty in 
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advertising. In a suit brought by two insurance companies 
against a trust company that sold them each $100,000 of bonds 
of the Green Star Steamship Company, the court has held the 
trust company financially responsible for the assertions in its 
advertisement that are alleged to have misled the insurance 
companies into buying bonds on which there was relatively early 
default. Heretofore, in New York, it has been an assumption 
that, if a security house inserted a disclaimer in its advertise- 
ments to the effect that it did not guarantee the information 
imparted but that it had been obtained from sources believed 
to be reliable, it was free from any responsibility for any mis- 
leading of the purchaser. Many security houses have been in 
the habit of inserting such disclaimers in their advertisements. 
There are notable exceptions, such houses, by their advertise- 
ments, taking responsibility for the declarations made in them. 
The decision by the court was merely on the question whether 
there was a cause of action. The question whether the insurance 
companies can prove they were misled into making the bad 
‘ investments by the advertisements is still to be tried. The 
important part of the matter, however, is that the seller of stocks 
and bonds must assume responsibility for what he tells the 
public and cannot disclaim it by words that ought to warn 
the prospective purchaser that the man who was selling the 
issue had not found out enough about it to tell a straightforward 
story but was willing to invite the investor to buy on the suppo- 
sition that the old rule among merchants, let the buyer beware, 
was in effect in the security market. The so-called pure food 
law has cleared the food trades of the worst frauds. No man 
is required to put anything on his labels, but if he elects to put 
anything on them he ‘must not put on anything false or mislead- 


ing. That, seemingly, is to be the rule about stock and bond 
“ads.”—A. EB. H. 


CONSOLIDATION OF RAILROADS 


The Trafic World Washington Bureau 


William H. Williams, chairman of the Missouri Pacific and 
of the Wabash, testified before the Senate interstate commerce 
committee, January 28, on the Fess railroad consolidation bill. 
With the exception of objections to the bill which had been 
referred to previously by Mr. Thom, Mr. Williams voiced ap- 
proval of the Fess bill. He said his principal objection to the 
bill was the provision authorizing the Commission to impose a 
condition in a given consolidation proceeding requiring the 
inclusion of a line that had not asked to be taken in. He did 
not object to the provision in the bill permitting any carrier to 
petition the Commission to be made a party to a proposed con- 
solidation proceeding and authorizing the Commission to impose 
a condition requiring such a carrier to be included in the con- 
solidation. He thought that that part of the bill fully protected 
the short lines. 

Mr. Williams said his view was that the provision with 
reference to a line that had not asked to be taken in would 
delay consolidations. He pointed out that a carrier proposing a 
consolidation, without notice or hearing, at the end of a con- 
solidation proceeding before the Commission, might be con- 
fronted with a condition imposed by the Commission as to a 
line that had not asked to be taken in, but which the Com- 
mission thought should be taken in. That would mean, he 
said, negotiations with the owners of the line, indicating that 
such negotiations might run on for months. 

In response to a question by Senator Wheeler, Mr. Williams 
indicated that he felt that all that was necessary in the way 
of legislation at this time was the granting of power to the 
Commission to pass on proposed consolidations. He said the 
time might come when Congress might regard it as necessary 
to use compulsion. 

As an illustration of what he had in mind, Mr. Williams said 
the situation in the Southwest, with reference to unification of 
rail properties, was rapidly taking care of itself. He referred 
to acquisition of control of properties forming a part of the 
Missouri Pacific, and proposed unification of the Kansas City 
Southern, Cotton Belt and M.-K.-T. properties, and the steps 
taken by the Frisco and Rock Island looking toward unification. 
He said the two latter roads were “partially married.” 

Senator Wheeler expressed the view that Congress did not 
have the power to compel one railroad company to buy another 
and, therefore, indicated that he looked with favor on pro- 
visions that would empower the Commission to make its find- 
ings conditional on the taking in of specified lines. The senator 
asked just what would be gained by consolidating the companies 
making up the Missouri Pacific system into one company. Mr. 
Williams thought that the minority interests in the smaller 
lines of such a system would be better protected in a single 
company. 

As to the effect of consolidation on rates, Mr. Williams said 
he did not think the value of all the railroads would be different 
after consolidation than before, and that there would be no 
material difference in rates. He thought the chief benefit from 
consolidation would be in the matter of improved service. 

The House committee on interstate and foreign commerce 
resumed consideration, in executive session, January 31, of the 
Parker railroad consolidation bill. Commissioner Hall, of the 
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Commission, was with the committee that day. He had at- 
tended an executive session of the committee on the bill January 
29. 

The indications were that the committee probably would not 
get through with the measure this week. The committee has 
been working on the bill with a view to reporting it to the House 
before adjournment of the present session March 4 to the end 
that the revised bill and the report thereon may be available 
for discussion and study between then and the beginning of the 
next session of Congress. No attempt, it is understood, will be 
made to have the House act on the bill at this session. 

Members of the committee feel that progress may be made 
at the next session of Congress if the proposed legislation is 
discussed in the months that will intervene between March 4 
and the beginning of the next session. It will be necessary, of 
course, to reintroduce the bill at the next session, but it is be. 
lieved that more attention will be given to the bill and report 
on it than simply to a bill pending before the committee. 

Hearings on the Fess railroad consolidation bill were 
practically completed February 2 after Ben B. Cain, general 
counsel of the American Short Line Railroad Association, had 
completed his statement in support of the bill. Members of the 
committee who attended the hearing were Senators Fess, of 
Ohio; Sackett, of Kentucky; Metcalf, of Rhode Island, and Pine, 
of Oklahoma. 

Senator Fess announced that the hearings would not be 
formally declared closed, however, until it was ascertained that 
no one else desired to be heard. He said he did not know of 
any one who wished to be heard. He explained that the com- 
mittee had a complete record on the proposed legislation because 
of the hearings held in previous sessions on the same subject. 

“I am extremely anxious to have the committee take action 
on this bill before the session ends,” said Senator Fess. 

The senator said it would be an ambitious statement to 
say that he hoped to get action on the bill in the Senate before 
the close of the session March 4, because of the limited time 
available and the legislative situation on the floor of the Senate. 
He said, however, that if the committee would go over the 
bill and report it, he would do the best he could to get the Senate 
to consider it at this session. He did not hold out any hope, 
however, as to the Senate considering the bill at this session. 
He said he was convinced of the value of the proposed legisla- 
tion—that aside from the short line phase of the matter, 
enactment of such legislation would provide a tremendous 
stimulus to the growth of transportation to meet the new 
needs of the country. 


Mr. Cain, in his closing statement, dealt principally with 
those provisions of the bill enipowering the Commission to im- 
pose conditions, in proposed consolidations or unifications of rail 
properties, requiring inclusion of short lines, and the tendency, 
under existing law and conditions, toward leaving the short 
lines out of the picture. He referred to the proposed Kansas 
City Southern—M.-K.-T.—Cotton Belt unification plan and said 
the applicants in that case bitterly opposed taking in short 
lines. He said the attorneys for the applicants in that proceed- 
ing contended that the Commission had no power to protect the 
short lines unless proof were made that definite, positive injury 
would result to such lines if the proposed unification were made. 
He said the importance of strengthening the short lines and of 
their value to the public as an instrumentality of commerce was 
not considered. Mr. Cain said the short lines would be weakened 
by mergers in which no consideration was given to taking them 
in. He believed that if unifications were permitted to go forward 
under existing law, years would go by before there would be 
corporate consolidations. He believed that the Fess bill met 
the situation with respect to the short lines. He said the 
bill was not all that the short lines would like to have, but 
that there were conflicting interests involved—that there must 
be a beginning—and that the Fess bill went a long way in the 
right direction. He said that that was the position of the short 
lines at this time. He said if there was delay with respect to 
new legislation, other situations might develop and the short 
lines might ask for greater relief than was afforded by the bill. 
He appealed to the committee to act promptly on the bill. He 
believed that if the members of Congress could be made to 
understand the peril the short lines were in, they would act. 
He said he knew of no more important legislation pending before 
Congress than the proposed consolidation legislation. 


Mr. Cain, in emphasizing the importance of the bill to 
short lines, referred to the case of a line that served a territory 
with coal and agricultural traffic, but that had not a sufficient 
amount of rolling stock. He said if the head of such a line 
went to a banker, under the existing situation, to obtain 
financial help to buy cars, the banker, looking over the situation 
in connection with possible disposition of the line, would say 
he could not afford to put up money for the equipment because 
of the uncertainty of the future of the property in connection 
with mergers of properties. He said he had been confront 
with such a situation. Mr. Thom said he wished to ask Mr. 
Cain whether or not there were situations like that all over the 
country—where development was being retarded because of the 
uncertainty with respect to disposition of short lines. Mr. Cain 
said that was true. 
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Decisions of Interstate Commerce Commission 





COAL RATES RELATIONSHIP 


The Commission, by division 1, in No. 17135, Clinchfield Coal 
Corporation vs. Carolina, Clinchfield & Ohio et al., mimeo- 
graphed, has found the rate on coal from Dante and Clinchfield, 
Va., to Lambert, Va., for transshipment, unduly prejudicial to 
the extent it exceeds or may exceed the contemporaneous rate 
from Carbo and St. Paul, Va., to Lambert Point for trans- 
shipment. That relationship is to be established, in accordance 
with the order in this case, not later than March 15. 

Clinchfield is on the Dumps Creek branch of the Carolina, 
Clinchfield & Ohio, about three miles north of Carbo, Va., its 
junction with the Norfolk & Western, which the Commission 
called the defendant because it assumed the burden of the de- 
fense of the situation against which complaint was laid. Dante 
is seven miles north of St. Paul on the main line of the Clinch- 
field. 

The complainants alleged that the joint rate of $2.77 per 
long ton, on coal shipped from Dante and Clinchfield to Lambert 
Point, for transshipment, subjected and subjects it to undue 
prejudice and disadvantage to the extent that it exceeded and 
exceeds the contemporaneous rate of $2.52 per long ton from 
Clinch Valley district No. 2 and points west of St. Paul, Va., to 
Lambert Point. 

In support of that contention the complainant cited a number 
of cases in which the Commission had prescribed the district or 
group rate from mines on short or branch lines such as, Coal 
from Sewell Valley Stations, 58 I. C. C. 261; McKell Coal & 
Coke Co. vs. C. & O., 78 I. C. C. 227; Kanawha Black Band Coal 
Co. vs. C. & O., 78 I. C. C. 429, and Nelson Fuel Co. vs. C. & O., 
83 I. C. C. 737. 

The Norfolk & Western, however, contended that the situa- 
tion here was different from those considered in the cases cited; 
that in each of those cases the short line had no outlet to mar- 
kets except over the rails of the connecting truck line, and that 
consequently, the failure of the trunk line to accord it district 
rates bottled up the mines on its line. In this case, it argued, 
complainant’s mines were not on a short line but were reached 
directly by the rails of the Clinchfield, a class I carrier, and, 
therefore, were not dependent upon any one connecting carrier 
for an outlet to the markets. 


Through connections of the Clinchfield, it was pointed out, 
coal from complainant’s mines reached Carolina and southeast- 
ern territory usually at an advantage in rates over coal from 
the Pocahontas district and Central territory, and also reached 
Tidewater at Charleston on rates the same as those which ap- 
plied from the Norfolk & Western districts to Lambert Point. 
The Commission said the witness for the defendants had no 
knowledge of a regular movement of coal out of Charleston. 
He admitted that the rates on water-borne coal to the Atlantic 
points were probably higher from Charleston than from Norfolk. 

“Apparently, defendant is in error, in stating that in each 
of the cases cited the short line had but one trunk line connec- 
tion, but however that may be,” says the report, “complainant is 
entitled to non-prejudicial rates from its mines to all markets. 
Wyoming Coal Co. vs. Virginian Ry., 96 I. C. C. 359.” 


In disposing of the case, seemingly on the authority of the 
decision in the Wyoming Coal Company case, and United States 
vs. Illinois Central, 263 U. S. 515, the Commission said: 


Defendant urges that if complainant is granted the relief sought 
the close competitive rate relationship between the producing dis- 
tricts makes it inevitable that any substantial change in the rate 
from one of them will be followed by like changes from the others; 
and that the extension of its district rates to apply from mines 
on its connections, for greater distances than at present, would 
strengthen the dissatisfaction of the northern ‘operators and their 
contention for a general readjustment of the tidewater coal rates. 
It asserts that there is no more reason for extending the base rate 
to apply from complainant’s mines than there is for extending it 
to all other mines in Clinchfield group No. 1, and that its extension 
to complainant’s mines will result in its extension likewise to mines 
on the Norton & Northern and Interstate, and even to mines in the 
St. Charles district. This, it apprehends, will create dissatisfaction 
in its own Thacker district, now taking a rate 10 cents over the 
Pocahontas rate. It states that, whereas today the Pocahontas rate 
applies only for single-line hauls for minimum and maximum dis- 
tances of 375 and 467 miles, respectively, it would, if extended as 
it fears, apply also for joint hauls ranging from 437 to 508 miles. 

The possible effect of granting the relief sought can not be suc- 
cessfully urged as a sufficient reason for denying to complainant a 
nonprejudicial rate, and, moreover, there is much room for doubt 
Whether defendant’s fears are not groundless. The record does not 
Show that the situation which obtains at complainant’s mines obtains 
also at the other mines to which defendant fears the spread of the 
base rate, Certainly, in no other instance are there such higher- 
rated off-line mines located so nearly in the center of a group. It 
18 Not denied by defendant that the outline of Clinch Valley district 

0. 2 is so drawn as purposely to exclude mines not on its own rails. 
The resulting group is unnatural and distorted; we can not sanction 
its continuance. ; 

Ch We find that the rate on coal, in carloads, from Dante and 
linchfield to Lambert Point for transshipment is, and for the fu- 


ture will be, unduly prejudicial to complainant to the extent that it 
exceeds or may exceed the contemporaneous rate from Carbo and 
St. Paul to Lambert Point for transshipment. An appropriate order 
will be entered. 


COTTON COMPRESS PARTS 


The Commission, by division 3, in No. 15922, Russellville 
Compress Company vs. Gulf, Mobile & Northern et al., mimeo- 
graphed, has found rates charged on seven carloads of cotton 
compress parts, from Houston and Winona, Miss., to Russell- 
ville, Little Rock and Earle, Ark., inapplicable. It found the 
applicable rates unreasonable and in fourth section order No. 
9444, it denied relief for the continuance of rates on such arti- 
cles, application for which was made by Leland and Tucker in 


their No. 699, as of April 29. 


The complaint alleged the charges collected on six ship- 
ments, comprising seven carloads, moving between December 
29, 1920, and May 29, 1922, inclusive, were unreasonable and in 
violation of the long and short haul part of the fourth section. 
The claims were kept alive by informal proceedings. The re- 
port also covers two sub-numbers, Grenada Cotton Compress 
Company vs. Gulf, Mobile & Northern et al., and Crittenden 
Compress Company vs. Illinois Central et al., and the fourth 
section application mentioned. 

A point in pleading was made.by the carriers to the effect 
that the Southern Railway Company in Mississippi, now the 
Columbus & Greenville, participated in the transportation but 
was not made a party to the case. The Commission pointed 
out that that carrier was a party to a joint rate that was used 
and that in a joint rate arrangement the liability was joint and 
several. Therefore, it said, the omission was not fatal, al- 
though no order could be entered against a carrier not named. 

Shipments were made, because, the Commission said, the 
operation of the compresses at Houston and Winona had be- 
come unprofitable. 

‘Combinations on Memphis were imposed, sixth class being 
imposed to Memphis and class A beyond, on, as the Commis- 
sion said, the presumed authority of the consolidated classifica- 
tion which provided the ratings mentioned, governed by the 
western and southern classifications, on “cotton compresses, 
knocked down.” Because the shipments did not contain all the 
essential parts of compresses knocked down, the report said, 
none could be properly said to be a compress knocked down. 
It said that parts of compresses, as such, were not provided 
for in the classification but that “machines and machinery 
parts, n. o. i. b. n., iron or steel,” in carloads, minimum 24,000, 
were rated fifth in southern and class A in western classifica- 
tion. The report said that the complainants agreed with the 
carriers in the erroneous view that sixth class applied to Mem- 
phis. It held that fifth class was applicable to Memphis on all 
the shipments, except certain material included therein which 
was subject to less-than-carload rates. 

As to the rates west of the river, the report said that com- 
modity rates were applicable on all castings or forgings which 
were parts of compresses and weighed 2,000 pounds or more 
each. The defendants suggested that pistons weighing 9,000 
pounds each, because rolled, were not entitled to be called cast- 
ings or forgings. The Commission said it did not appear they 
were not castings or forgings. 


At the time the shipments moved, the Commission pointed 
out, the carriers maintained joint rates on castings or forgings, 
parts of compresses, weighing 2,000 pounds or more, each, in 
carloads, from New Orleans, La., Jackson, Miss., and Meridian, 
Miss., of 59.5 cents to Fort Smith, 47.5 to Little Rock and 44.5 
to Earle and that Russellville was directly intermediate to Fort 
Smith. It also said that the rate to Fort Smith was subject to 
rule 77. The rates from New Orleans and Meridian to Fort 
Smith, it pointed out, were applicable through Houston, over 
the routes of movement from that point and that the rates from 
New Orleans and Jackson to Earle were applicable through 
Winona, over the routes of movement from Winona. The car- 
fiers said the fourth section departures noted had been re- 
moved and did not try to support the fourth section application, 
hence the denial of relief. 

Complainants sought reparation to the basis of rates 
founded on Memphis-Southwestern Investigation, 77 I. C. C. 473. 
The carriers undertook to justify the rates charged, by citing 
cases decided by the Commission and the allegation that the 
shipments were sporadic in character. The Commission, how- 
ever, said that the prescription of distance commodity rates on 
compress castings over an extensive territory west of the Mis- 
sissippi in the Memphis-Southwestern case necessarily contem- 
plated the application of those rates to occasional or isolated 
shipments as well as between points where there was a regular 
and frequent movement. It said the record fell short of estab- 
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lishing that the rates applicable were unreasonable to the ex- 
tent they exceeded the rates sought by the complainants but 
that it warranted the conclusion that they were unreasonable 
to the extent that they exceeded the rates contemporaneously 
in effect from New Orleans, Jackson and Meridian, in so far as 
they were imposed on pieces weighing 2,000 pounds or more 
and that they were not unreasonable as applied to the pieces 
weighing less than 2,000 pounds. The Commission found ovér- 
and under charges. It said the carriers should waive the under- 
charges growing out of wrong conclusions as to the applicable 
rates and refund the overcharges resulting from the finding as 
to what the applicable rates were. 

In view of the fact, among others, of small likelihood of 
movement in the future, no order for the future was con- 
sidered necessary, other than the fourth section order which 
will make a revision so that the rates will not exceed those 
from New Orleans, Jackson and Meridian. 


PRODUCE YARD DELIVERY 


The Commission, by division 3, has dismissed No. 17705, 
James Long, Inc., vs. Atlantic Coast Line et al., mimeographed, 
finding that delivery at Manhattan Produce Yards, N. J., of a 
carload of strawberries, which originated at Plant City, Fla., and 
was consigned to Jersey City, N. J., did not constitute misrout- 
ing. It further found that damages alleged to have been caused 
by such delivery did not result from violation of any provision 
of the interstate commerce law. The report also covers No. 
18455, N. Lieblich et al..vs. Same. 

The complainant,.in a title case, a wholesale fruit and 
produce corporation, doing business at New York, sought repara- 
tion for damages alleged to have been sustained by it through 
the misrouting of a carload of strawberries. Like claim was 
made by the complainant in the Lieblich case. The complainants 
in the last mentioned case, were joint owners with the com- 
plainant in the title case of the strawberries in the shipment. 
Defendants questioned the Commission’s jurisdiction. The 
parties in No. 18455 agreed to submit the issues therein, upon 
the record in the title case, except in respect to the right of the 
latter complainant to reparation, if awarded, and reserving to 
the railroads their objection to the Commission’s jurisdiction. 

The berries were billed to Jersey City, routed “A. C. L.— 
R. F. & P.—P. R. R.” They moved as routed to Manhattan 
Produce Yards, N. J., where they arrived at 11 a. m., March 23, 
1925. The perishable freight delivery yards of the Pennsylvania 
at Henderson Street, Jersey City, are slightly less than a mile 
from that defendant’s ferry at the latter point. Manhattan 
Produce Yards, which are intermediate to, and under the juris- 
diction of, the agent of the perishable freight delivery yards of 
the Pennsylvania at Jersey City, are about 4 miles farther distant 
from the Jersey City ferry of the Pennsylvania than the yards 
at Jersey City. 

“No explanation or justification is offered by defendants for 
their failure to tender delivery at Jersey City, the billed 
destination,” says the report of the Commission. 


Pennsylvania testimony was to the effect that at 11:22 a. m., 
March 23, 1925, a few minutes after the arrival of the car, the 
complainant was notified by telephone that the car was at the 
Manhattan Produce Yards and would be ready for delivery at 
6 o’clock that day. According to the complainant the only 
notice that it received was that the car had passed Edge Moor, 
Del., and that from such notice it assumed that the car would 
be delivered at the Jersey City Yard of the Pennsylvania, where 
complainant employed a drayman and had always theretofore 
received similar shipments. The car was unloaded at Manhattan 
Produce Yards about 2 a. m., March 24, and the berries trans- 
ferred by dray to complainant’s place of business in New York 
by its drayman, who, it appeared, had been advised by another 
drayman that the particular car was at the produce yards 
awaiting delivery. Charges were collected at the applicable 
rates on transportation and refrigeration, which were the same 
to the produce yards as to Jersey City. 


It was contended that delivery at Manhattan Produce Yards 
constituted misrouting; and that because of such misrouting the 
James Long Corporation was damaged in the amount of $468.80, 
which represented the difference between $1,123.20, the amount 
which, based upon a price of 45 cents per quart, 78 crates of 
those berries of which it was joint owner might have brought 


if delivered at Jersey City, and $654.40, the amount for which “ 


these berries were actually sold. Danzer & Co. vs. Gulf & Ship 
Island, 69 I. C. C. 59, was cited in support of the contention that 
the Commission might award reparation for damages, such as 
those here sought, resulting from misrouting. No claim, the 
Commission said, was made for reparation for the difference 
between the expense of the drayage actually incurred and the 
expense which would have been incurred if delivery had been 
made at Jersey City. In disposing of the case, the Commission 
said: ; 


The contention that the shipment was misrouted can not be sus- 
tained. There was no deviation from the route named in the bill of 
lading in the movement of the shipment from point of origin to Man- 
hattan Produce Yards, where delivery was accepted by complainant’s 
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agent, and where the rail transportation therefore terminated. The 
transportation and refrigeration charges were, as stated, the same 
to Manhattan Produce Yards as to Jersey City. The situation here 
is one involving defendants’ failure to complete a _ transportation 
service which they contracted to perform, and on which no violation 
of the interstate commerce act can be predicated. Complainant’s 
remedy, if any, lies in the courts. 


WOOL RATES INVESTIGATION 


Pointedly describing the Commission’s decision in No. 14787, 
Wool Rates Investigation, 1923, mimeographed (See Traffic 
World, January 29), it may be said that the report, written by 
Commissioner Campbell, is to the effect that the time has not 
yet come when through routes and joint rates thereover from 
the western part of the United States via the Panama canal to 
the eastern part of the country shall be prescribed by the reg- 
ulating body. 

Five commissioners assented to that proposition without 
reservation and a sixth, Commissioner Hall, concurred in the 
findings in so far as they related to the establishment of through 
routes and joint rail water rates and the issuance of through 
bills of lading. Four commissioners dissented and three of 


‘them were parties in the statement of dissenting views put 


into the report by Commissioner Eastman. Those who joined 
with him in the dissent were Chairman Esch and Commissioner 
McManamy. Commissioner Taylor dissented without setting 
forth his reasons. 

Commissioner Campbell, in the report written by him, said 
that it was urged that the Commission frequently had prescribed 
joint rates lower than the aggregate of intermediate of local 
rates not only in the case of rail movements, but also in the 
case of rail-and-water movements. 

“While this is true,” says the report, “it does not follow 
that in all cases such rates should be prescribed. In Caruso & 
Co. vs. C. & E. I. Ry. Co., 102 I. C. C. 619, division 3 said ‘But 
the mere fact that through rates are the same as the combina- 
tion of local factors to and from intermediate points does not 
constitute proof of unreasonableness in the absence of a show- 
ing that neither of the factors is depressed below what would 
normally be a reasonable level.’ Moreover, in the case of 
through rail-and-water movements the expense of transfer be- 
tween the rail carrier and the water carrier is a factor which 
must be taken into consideration.” 

In his dissent, Commissioner Eastman said it seemed to 
him the majority, without adequate reason, had neglected an 
opportunity to take a forward step of considerable importance 
to the country. Sooner or later, he said, that step would be 
taken but that this decision would delay what should be en- 
couraged. The consignees of the great bulk of the western 
wool, he said, were a unit in seeking the joint rail-and-water 
rates and they were supported by a majority of the consignors. 
He said the joint rates were desired to (1) to avoid the incon- 
venience and expense incident to the making of a new bill of 
lading at the port and to obtain a through bill of lading which 
would be negotiable like the all-rail bills; (2) to promote the 
greater stability in the rail-water rates; (3) to obtain through 
rates lower than the combinations of local rates to and from 
the ports. 


The opposition, he said, stated, in the order of its zeal, 
was furnished by the Pacific coast ports, the steamship lines 
and the rail lines. The Pacific ports, he said, like all rate- 
breaking points, naturally desired to retain that advantage. 
Particularly, he said, they wished to retain the opportunity of 
engaging in the business of grading and sorting the wool. There 
was no reason, he said, why joint rates should deprive them of 
that opportunity, because transit arrangements could be estab- 
lished there as at Chicago. 


The steamship lines, he said, asserted that they would have 
to be free to meet the competition of tramp vessels. The evi- 
dence, he said, showed clearly that such vessels were not a 
factor in the wool traffic and that it was not shown that the 
steamship lines now had to depart from their published port-to- 
port rates to meet such competition. 

It was urged that if this precedent were set it would be 
followed in the case of other Panama canal traffic. Perhaps so, 
he said, but why not? It was finally contended, he said, that 
joint rail-water rates ought not to be lower than the combina- 
tions of local rates to and from the ports. The same conten- 
tion, he said, was made in the Southern Class Rate Investiga- 
tion, 100 I. C. C. 513, but that that did not prevent the Commis- 
sion from therein prescribing many rail-water and rail-water- 
rail rates which were lower than the port combinations. He 
said that it was just and reasonable that joint rail-water rates 
should be lower than the port combinations. 

Commissioner Eastman said he was not disposed to be 
other than conservative in determining what the joint rates 
should be. Clearly, he said, they should be lower than the 
port combinations, including incidental charges, but that he 
should be content to have them established on that high basis 
rather than not have them established at all. He said his own 
preference would be to make them equal to the port combina- 
tions plus marine insurance but without including incidental 
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port charges, the latter estimated at 26 cents per 100 pounds. 
That, he said, would make them a few cents lower than the 
present aggregate charges. That, he added, would be sufficient 
for a beginning and the ultimate level could be given further 
consideration thereafter. 

“ In my judgment,” says Mr. Eastman, “the public interest 
demands the establishment of the through routes and joint 
rates. They would be in the interest of the growers and re- 
ceivers of the wool, and would not injure the carriers, nor the 
legitimate interests of the Pacific coast ports. That is enough 
to establish a public interest whether it be considered broadly 
or narrowly. The present rate adjustment is crude and archaic 
and it is here being preserved, chiefly through inertia.” 

In disposing of the case the Commission specifically ruled 
that it had power to establish through routes and to prescribe 
reasonable, maximum joint rail-and-water rates on wool and 
mohair from interior points on shipments moving via Pacific 
ports and the Panama canal to Boston and other north Atlantic 
ports. It held, however, that the establishment of such through 
routes and joint rates had not been shown to be necessary or 
desirable in the public interest and that the failure of the car- 
riers to establish joint rates and issue through bills of lading 
was not unjust, unreasonable or otherwise unlawful. Therefore, 
on that point, it affirmed the finding in the original report, 91 
I. C. C. 236. 

This report also embraces No. 13272, Boston Wool Trade 
Association vs. Arizona and New Mexico et al. That complaint, 
originally filed on November 5, 1921, alleged, among other 
things, that the failure of the defendants to establish rules and 
joint rates on the commodities mentioned, from all points of 
origin west of the 100th meridian, to Boston and other north 
Atlantic ports over routes, rail-and-water via the Pacific ports 
and the Panama canal, was unjust and unreasonable, in viola- 
tion of sections 1, 6 and 20 of the act, as well as in violation 
of sections 2, 3 and 4 thereof. Reparation was asked. Follow- 
ing the issuance of the examiner’s. proposed report, but before 
submission of the case, the Commission instituted the general 
investigation, No. 14787, Wool Rates Investigation, 1923, which 
involved the reasonableness and propriety of the rates, rules, 
regulations, and practices covering the transportation of wool 
and mohair over all-rail and rail-and-water routes from the 
Pacific coast and intermediate territory west of the eastern 
boundaries of the Dakotas, Nebraska, Kansas, Oklahoma, and 
Texas, to eastern destinations, and from that intermediate ter- 
ritory via rail-and-water routes through the Pacific ports and 
the Panama canal to north Atlantic ports. The formal com- 
plaint, filed by the Boston Wool Trade Association, was consoli- 
dated with the general investigation. The Commission, in that 
case found, among other things, that the failure or refusal of 
the carriers to establish through routes and joint rail-and water 
rates via the Pacific ports and the Panama canal to Boston and 
other north Atlantic ports was not unjust, unreasonable or 
otherwise unlawful and denied the request of the association 
for joint rail-and-water rates and the issuance of through bills 
of lading. Upon petition of the complainants the case was re- 
opened for further hearing in so far as it related to the estab- 
lishment of through routes and reasonable joint rail-and-water 
rates and the propriety of transit in connection therewith at 
Pacific ports and intermediate points, for the transportation of 
wool and mohair. 

The Commission first took up the question of jurisdiction 
and made the definite finding hereinbefore mentioned largely 
upon the authority of Houston Cotton Exchange vs. A. & A., 
87 I. C. C. 392, and New Orleans Joint Traffic Bureau vs. A. & 
A., 95 I. C. C. 77, and State of New York vs. N. Y. C., 95 I. C. C. 
119, the last-mentioned being the so-called New York barge line 
case in which the Commission was sustained by the Supreme 
Court of the United States in United States vs. N. Y. C., decided 
November 22, 1926. 

The Commission, in addition to the large questions of 
policy, hereinbefore mentioned, discussed the matter from the 
point of view of the rates and the desirability of having through 
bills of lading which the shippers could take to their banks and 
use for financing the shipments in place of the present arrange- 
ments of a local rail-bill to the port which had to be exchanged 
at the port for a water-bill and then the latter exchanged at the 
destination port for another rail-bill. 


ILLINOIS-INDIANA BRICK CASES 


Readjustment of rates on articles in the uniform brick list 
or on hollow building tile only, from rival producing districts 
in Illinois and Indiana to the Chicago switching district has 
been ordered not later than April 5 in No. 16116, Indiana State 
Chamber. of Commerce vs. Atchison, Topeka & Santa Fe et al., 
mimeographed. The Commission, by division 4, upon complaints 

ringing in issue the rates on articles in the brick list or on 
hollow building tile only, from the competing districts, found: 

That the interstate rates on hollow building tile from St. 
Anne, Kankakee and Beaverville, Ill, were unreasonable; that 
the interstate rate on articles in the uniform brick list from 
Hobart, Ind., was not unreasonable ; and that the rates (a) on 
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intrastate shipments of hollow building tile from St. Anne, 
Kankakee and Beaverville, and (b) on interstate and intrastate 
shipments of articles in that uniform brick list, from Chicago 
Heights, Ill., were unduly preferential of those points and un- 
duly prejudicial to (a) Indiana producing points in the Wabash 
Valley group and (b) to Hobart respectively. 

The report also covers No. 16392, H. D. Conkey & Co. et al. 
vs. Santa Fe et al. and No. 16563, National Fire Proofing Co. 
vs. Pennsylvania et al. The first mentioned or title complaint 
alleged the Illinois-made rates on brick and articles taking brick 
rates, such as hollow building tile, maintained by the Big Four, 
Chicago & Eastern Illinois and the Illinois Central from Kanka- 
kee, St. Anne, Beaverville and Woodland, Ill., and points inter- 
mediate therefrom to Chicago and points taking the Chicago 
intrastate rate published pursuant to the order of the Illinois 
Commerce Commission in its docket No. 13665, was unduly pre- 
ferential of those points of origin, unjustly discriminatory against 
interstate commerce, and unduly prejudicial to the Indiana pro- 
ducers and shippers. 7 

The Conkey complaint, in behalf of corporations operating 
tile plants at the Illinois points alleged to be preferred, alleged 
that the interstate rates on tile from the Illinois points to the 
Indiana part of Chicago switching district were unreasonable 
and unduly prejudicial and that the rates on deliveries in that 
district, in both Indiana and Illinois, from Chicago Heights, IIl., 
and Hobart, Porter and other producing points in Indiana, were 
unduly preferential and unjustly discriminatory against inter- 
state commerce. 

The National Fire Proofing complaint, as summarized by 
the report, alleged that the rates from Hobart, its manufacturing 
point, to points of unloading throughout the Chicago switching 
district were unreasonable and unduly prejudicial and that the 
rates to those points from Chicago Heights were unduly pre- 
ferential and unjustly discriminatory, in violation of the first, 
third and thirteenth sections, the parts of the statute also in- 
voked in the Conkey complaint. As summarized by the Com- 
mission, the title complaint did not allege violation of the first 
section. 


According to the Commission the cases were largely the 
outgrowth of National Paving Brick Manufacturers’ Association 
vs. A. & V., 68 I. C. C. 218, generally known as the General Brick 
Case. In that case the Commission said it established a key 
rate of $1.75 per ton on interstate traffic from the Danville, IIl.,- 
Attica, Ind., group to Chicago, with fixed differentials over or 
under that key rate from related brickmaking points named 
in the findings. Those differentials, it said, were the same, with 
one exception, as existed under the 1911 adjustment. Carriers 
were ordered to establish, on intrastate traffic, from Danville to 
Chicago, a rate no lower than the interstate rate from Danville 
and Attica. Restoration of the 1911 adjustment, with relation to 
the Danville-Attica base rate, although indicated in the General 
Brick case report as proper, the Commission said, was not re- 
quired at the time in order to afford the authorities of Indiana 
and Illinois opportunity to co-operate with each other and with 
the federal body in making necessary readjustments. Carriers 
were unable to agree as to the proper rates to apply from points 
other than those specifically named, to Chicago, including rates 
from the St. Anne group and Hobart. The St. Anne group, the 
report says, does not include Woodland. 

The Commission, after going minutely into the matter dis- 
posed of the case by stating the following conclusions and find- 
ings: 


The 60-cent rate of the B. & O. C. T. from Chicago Heights to 
open deliveries on connecting lines in the Chicago switching dis- 
trict is clearly in issue in both Nos. 16392 and. 16563. By the Lowrey 
agreement defendants operating in the Chicago switching district 
receive divisions of that rate as well as of the rates from the St. 
Anne group and Hobart. Similarly, defendant B. & O. C. T., which 
maintains the 50-cent rate from Chicago Heights to deliveries on 
its line, receives divisions of the rates from the St. Anne group 
and Hobart on traffic moving to delivering points on its line in the 
Chicago switching district. The same carriers therefore participate 
in any undue prejudice or preference caused by such rates. 

An examination of the rate histories in evidence fails to dis- 
close that any definite or fixed rate relationship formerly existed be- 
tween points in the St. Anne group and producing points less dis- 
tant from Chicago; although it indicates that lines serving that group 
endeavored to maintain something in the nature of a competitive 
basis between producers. 

Coming now to a consideration of the measure of lawful rates 
from the complaining points and from Chicago Heights to the Chi- 
cago switching district, some light is afforded by cases decided since 
the General Brick case. In Davis Fire Brick Co. vs. B = & 3 
Co., 87 I. C. C. 523, the interstate rate of $1.60 on fire brick, an article 
included in the uniform brick list, from Ottawa to Chicago was 
found not unreasonable. The $1.60 rate conformed to the 1911 dif- 
ferential adjustment prescribed in the General Brick case from 
Ottawa and Streator, Ill., of 15 cents under Danville; and is 5 cents 
less than the central-territory scale for 87 miles, the average distance 
from Ottawa and Streator to Chicago. 

In General Refractories Co. v. E., J. & E. Ry. Co., 109 I. C. C. 
635, the $1.45 rate on fire brick from Joliet to Chicago deliveries 
over the interstate route of the E., J. E., 51 miles, was under con- 
sideration. Although that rate was published pursuant to the find- 
ing in the General Brick case, that Joliet should take a differential 
of 30 cents under Danville, it was found unreasonable to the extent 
that it exceeded $1.20, the central-territory scale rate for 37 miles, 
the rate-making distance over the Chicago & Alton. The principle 
adopted in the General Refractories case deprives complainants in 
No. 16116, and certain defendants, of the strongest argument in sup- 
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port of their contention that the St. Anne group, because of a claimed 
rate-parity with Joliet in 1911, should take a differential of 30 cents 
under Danville. 

As stated, in the General Brick case a scale of distance rates was 
prescribed for application between points in central territory not 
controlled by the 1911 adjustment. It was used as the measure in 
the General Refractories case. It reflects the general level of the 
rates in central territory, and therefore can not be deemed unduly 
high for rates covering interstate and intrastate hauls involving ex- 
pensive deliveries in the Chicago district. No good reason appears 
upon this record why the scale should not be applied to the average 
of the rate-making distances from points in the St. Anne group, and 
to the respective distances from the points of origin under considera- 
tion nearer to Chicago. A differential relationship between that group 
and Hobart-Chicago Heights closer than that which results from the 
application of the scale would unduly widen either or both the spreads 
between the former and Danville, and between the latter and pro- 
ducers within the Chicago district. 

We find, with respect to the carload rates assailed to the Chi- 
cago switching district: 

That the interstate rates on tile from the St.. Anne group 


are, and for the future will be, unreasonable to the extent that they 
exceed $1.35; 


2. That’ the interstate rate on articles in the uniform brick list 
from Hobart is not unreasonable; 


3. é That the circumstances and conditions surrounding the trans- 
portation (a) of intrastate shipments of tile from the St. Anne group 
and (b) of interstate and intrastate shipments of articles in the uni- 
form brick list from Chicago Heights, are substantially similar to 
those surrounding the interstate transportation of like traffic (a) 
from Indiana producing points in the Wabash Valley group and (b) 
from Hobart, respectively; 

4. That the maintenance by defandants of their present rates 
(a) on intrastate shipments of tile from the St. Anne group, and 
(b) on interstate and intrastate shipments of articles in the uniform 
brick list from Chicago Heights, are, and for the future will be, un- 
duly preferential, and unduly prejudicial (a) to the Wabash Valley 
group and (b) to Hobart, respectively; and 

5. That the undue preference and prejudice should be removed 
by publishing rates whfch shall be (a) on tile from the St. Anne group 
not lower than 55 cents below the contemporaneous corresponding 
rate from Terre Haute, and (b) articles in the uniform brick list 
from Chicago Heights not lower than the contemporaneous cor- 
responding rate from Hobart. 

The above findings will remove any undue prejudice to the St. 
Anne group, and undue preference of Chicago Heights, existing in 
their respective present interstate rates. 

In No. 16392 rates on tile only are in issue, and the rates on 
common brick are not brought in issue by the allegation in any 
of these complaints: but nothing in this record would warrant rates 
on articles embraced with tile in the uniform brick list different from 
those herein prescribed on tile, nor on common brick a rate relation- 


ship to articles in the uniform brick list different from that fixed in 
the General Brick case. 


RATE NOT APPLICABLE 


The Commission, by division 4, in No. 17394, Market Street 
Ry. Co. vs. Southern Pacific et al., mimeographed, has found 
inapplicable the rates charged on street railway car bodies and 
parts, in carloads, from Findlay, O., to San Francisco, Calif., 
shipped in 1923 and 1924. The car bodies, under consideration, 
were the same length as those of street railway passenger cars. 
Cabs, however, were built up at each end of the car body and 
constituted the type of equipment used by street railway com- 
panies in construction and repair work. Charges were col- 
lected on the basis of a class A rate of $2.73. Contemporane- 
ously there was in effect a commodity rate of $2.61 on car and 
ear bodies, street, with or without motor attachments; mini- 
mum 20,000 pounds for each street car or street car body. The 
complainant contended that the latter rate was applicable on 
the shipment. Defendants on the other hand, contended that 
the shipments under consideration consisted.of cinder or dump 
car bodies and parts thereof for which a specific class A rate 
was in effect. The Commission said the tariff did not in any 
manner restrict the application of the commodity rate to pas: 
senger cars or passenger car bodies. It found that the $2.61 
rate was applicable and awarded reparation to that basis. 


FLAT AND BRAIDED TWINE RATING 


The Commission, by division 4, in No. 17747, Fall River 
Chamber of Commerce vs. Baltimore & Ohio et al., and a Sub. 
No. thereunder, Same vs. Atchison, Topeka & Santa Fe et al., 
mimeographed, has found the first class any quantity rating 
applied under official classification on “flat cotton twine” and 
under official and western classification on “round braided 
twine” applicable and not unreasonable, unduly prejudicial or 
otherwise unlawful. It has, therefore, dismissed the complaint. 
A third class any quantity rating was requested, the applicable 
rating being alleged to be unreasonable and unduly prejudicial. 


SANDWICH SPREAD RATINGS 


New carload and less than carload ratings on sandwich 
spread from Cleveland, O., to all points in Official, Southern 
and Western Classification territories, have been ordered not 
later than March 15, in No. 17736, Sar-A-Lee Company vs. Ak- 
ron, Canton & Youngstown et al., mimeographed. The Com- 
mission, by division 3, has found the ratings unreasonable, pre- 
scribed new ones and awarded reparation by authorizing the 
carriers to waive the collection of undercharges. The order 
requires the carriers to establish ratings on not less than five 
days’ notice of fifth class in Official and Western Classification, 
and sixth class in Southern Classification, carloads, on a 36,000 
pound minimum, and second class on less than carloads in each 
of the three territories. 
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The complaint alleged that the ratings and rates thereun- 
der, to all interstate destinations, in the country, were and are 
unreasonable, unjustly discriminatory and unduly prejudicial to 
the extent that such rates and ratings, exceeded and exceed 
those contemporaneously applicable on salad dressing. The 
Commission was asked to prescribe reasonable ratings and 
award reparation or authorize the defendants to waive collec- 
tion of undercharges. There is no specific rating for sandwich 
spread. The railroads were of the opinion that the sandwich 
spread was covered by the classification entry for prepared 
food, n. o. i. b. n. The complainant contended that this prod- 
uct was in fact a salad dressing and should be rated accord- 
ingly. The spread is composed of mayonnaise, sweet pickles, 
olives, condiments and shredded ham, and is advertised for 
various uses including sandwich spread. The defendants sug- 
gested fifth class in the three territories in the interest of uni- 
formity. The Commission, however, said that under a fifth 
class rating in Southern territory, the rate would be substan- 
tially higher than in Official Classification and generally higher 
than in Western. It said that no reason appeared why this 
should be so, but it took care to see that sandwich spread was 
was not put on a high level in the south by giving it sixth class 
instead of fifth. 


OVERCHARGE FOUND 


With a direction to refund an overcharge, the Commission, 
by division 4, has dismissed No. 17900, Kentucky Lumber Com- 
pany vs. Louisville & Nashville et al., mimeographed. The 
Commission found the rates charged on lumber from Sulligent, 
Ala., to Wallins, Evarts, Baxter, Harlan and Livingston, Ky., on 
shipments made between July 6, 1922, and February 6, 1923, were 
applicable. It found a shipment to Poor Fork, Ky., was over- 
charged, and directed the refund of the overcharge. The com- 
plaint alleged unlawfulness in violation of section 6. The com- 
plainant claimed the benefit of an intermediate rule, which the 
Commission said had no application to the shipments under 
consideration. The report said the reasonableness of the rates 
was not in issue. 


COMPO-BOARD CASE DISMISSED 


The Commission, by division 4, has dismissed No. 14711, 
M. A. Disbrow & Co. vs. Director-General, as agent, mimeo- 
graphed, finding the rates charged on compo-board, in carloads, 
from Minneapolis, Minn., to Omaha, Neb., not unreasonable. 
The shipments were made between February 9, 1918, and Feb- 
ruary 1, 1919. The claims were kept alive by informal pro- 
ceedings. The Commission said the evidence was not sufficient 
to warrant a finding that the rates in the past were unreason- 
able and that the complainant was entitled to an award of rep- 
aration. The rates sought by this formal complaint were volun- 
tarily established after the shipments were made and. are now 
in effect. 


QUEBRACHO CASE DISMISSED 


The Commission, by division 4, has dismissed No. 17641, 
Beggs & Cobb, Inc., vs. Boston & Maine et al., mimeographed, 
finding rates on liquid (quebracho) extract from Brooklyn, 
N. Y., to Winchester and Peabody, Mass., had not been shown 
to be unreasonable. The rate was attacked as having been 
unreasonable since March 1, 1924. The Commission discussed 
a number of other cases in which the question of rates on tan- 
ning extract were in issue and pointed out that in particular 
the distance involved in Quebracho Products Company vs. S. I. 
R. T. Company, 96 I. C. C. 52, was considerably less than that 
involved in this case. 


WOODEN INSULATOR PINS 


A finding of unreasonableness, an award of reparation, and 
an order prescribing a new rate have been made in No. 17512, 
Peninsular Telephone Company vs. Southern et al., mimeo- 
graphed, the Commission, by division 4, finding the rate on 
wooden insulator pins and brackets, carloads, from Charlottes- 
ville, Va., to Tampa, Fla., unreasonable, to the extent it ex- 
ceeded, exceeds or may exceed the contemporaneous rate on 
lumber. It ordered the carriers to establish rates on that basis 
not later than March 25. 


COAL RATES ORDERED 


The Commission, by division 3, in No. 17540, Black Servant 
Coal Company vs. Illinois Central et al., mimeographed, has 
found the rates on bituminous coal from Elkville, Ill. to desti- 
nations in Missouri, Iowa, Kansas, Arkansas, Colorado, Mon- 
tana, Nebraska, Oklahoma, South Dakota, and Wyoming, un- 
reasonable and unduly prejudicial to the extent they exceed 
those from Dowell, Ill., and other points in the group in which 
Dowell is situated.. The Dowell basis is to be established, by 
order in this case, not later than April 5. 

Commissioner Hall, dissenting, in part, said that the rec- 
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ord as reflected in this report afforded no basis for a finding of 
unreasonableness. 


MAGNESITE STUCCO RATES 


The Commission, by division 3, in No. 17661, Badger Lumber 
& Coal Company et al. vs. Atchison, Topeka & Santa Fe et al., 
mimeographed, has found unreasonable the interstate rates on 
magnesite stucco, carloads, from Chicago, Waukegan and Otta- 
wa, Ill., Cedar Rapids and Crandic, Ia., and Kansas City, Mo., to 
destinations in Kansas, Missouri Oklahoma and Arkansas and 
from Waukegan, Ill., to Pueblo, Colo., and has awarded repara- 
tion. The report also covers No. 18414, King Investment & 
Lumber Company vs. Missouri Pacific et al. 

Following its own decision in Rocbond Co. vs. A. T. & S. F., 
104 I. C. C. 517, decided December 5, 1925, and upon the record 
in the instant case, the Commission found the rates on magne- 
site stucco composed of stucco mix, Magnesium chloride, and 
crushed-rock dash shipped in separate packages in the same car, 
the magnesium chloride not to exceed 20 per cent and the 
crushed-rock dash not to exceed 50 per cent of the gross weight 
of the shipment, unreasonable to the extent they exceeded the 
rate on stucco contemporaneously applicable. The complaint 
alleged the rates were unreasonable, inapplicable, and as com- 
pared with the rates on stucco and other plasters, unjustly dis- 
criminatory, and unduly prejudicial. It also asserted that some 
of the rates were in violation of the long-and-short part of the 
fourth section. The Commission said that the allegations as to 
violations of sections 2, 3, 4 and 6 were not sustained. 


GRADERS’ OUTFIT RATES 


The Commission by division 4, in No. 17812, S. K. Jones 
Construction Company vs. Louisville & Nashville et al., mimeo- 
graphed, has found the rates charged on graders’ outfits with 
livestock, in carloads, and excess livestock, less carloads, from 
Hazelhurst, Miss., to Hartselle, Ala. unreasonable and awarded 
reparation. The shipments were made in August, 1922. The 
question was as to the rate to be applied on the outfits and the 
amount of livestock that had to go as less than carload. The 
Commission said the rates charged were unreasonable to the 
extent they exceeded 144 cents on the excess livestock and 74.5 
cents on the graders’ outfits. 


SAWDUST RATE UNREASONABLE 


The Commission, by division 4, in No. 17646, M. J. Maloney 
vs. Baltimore & Ohio et al., mimeographed, has found the rate 
charged on sawdust, carloads, from Clarksburg, W. Va., to 
Newark, N. J., shipped between April 4, 1923, and October 21, 
1925, unreasonable and awarded reparation. Sixth class of 28.5 


. cents, minimum 24,000 pounds, subject to Rule 34, was imposed. 


The Commission found the rate unreasonable to the extent it 
exceeded 25.5 cents, and awarded reparation to that basis. 


APPLE CASE. DISMISSED 


An order of dismissal has been made in No. 17663, Joseph 
Horel vs. Great Northern et al., mimeographed, the Commission, 
by division 4, finding that a carload of apples shipped from 
Chelan, Wash., to Chicago, Ill., in November, 1924, diverted 
to Newark, N. J., was misrouted but that the complainant had 
not been damaged by the misrouting. The car, which was to 
have been carried east of Chicago by the Erie, was delivered 
by the Lehigh Valley. The complainant claimed damage in the 
amount of the cartage and other charges that accrued, and on 
account of broken boxes and frozen fruit: The Commission 
called attention to the fact that all the statements were sworn 
to by an attorney and not by the complainant. 


MANURE INCREASES JUSTIFIED 


The Commission, by division 3, in I. and S. No. 2752, manure 
from New Orleans, La., to points in Alabama and Mississippi, 
mimeographed, has found justified proposed increased rates and 
minimum weight on manure from New Orleans to destinations 
in Alabama and Mississippi. It has vacated the order of sus- 
Pension and discontinued the proceeding. The proposal was 
made by the Louisville & Nashville. The destinations involved 
were stations between Baldwin Lodge, Miss., and Mobile, Ala., 
both inclusive, 38 and 140 miles from New Orleans. The sched- 
ules proposed reductions to points more than 90 miles from 
New Orleans and increases to those 84 miles or\less from that 
Place. The increases alone were suspended. The proposed 
rates resulted in increases to 23 points ranging from 7 to 21 
cents per net ton and reductions to 16 points ranging from 5 
to 68 cents. Present rates are based on a minimum of 50,000 
bounds. The proposed minimum is 60,000 pounds. A_ scale 
used in making rates on agricultural limestone was used in 
Making the proposed rates. 

_ Commissioner Campbell, dissenting, said he approved the 
minimum proposed, but said the record showed no justification 
to the short-haul points. He said it indicated to him that the 
carriers, having been asked to make reductions to long-haul 
points, were attempting to make up the reduction proposed by 


THE TRAFFIC WORLD 345 


increases to near-by points. He said the rates proposed should 
have been found not justified without prejudice to the filing of 
rates based on a scale beginning with 80 cents for hauls of 
35 miles but not exceeding 45 and grading up 10 cents a ton 
for each ten miles to a rate of 120 cents for hauls more than 
75 but not more than 85 miles. 


LUMBER RATE UNREASONABLE 


A finding of unreasonableness, an award of reparation and 
an order establishing a new rate have been made in No. 17636, 
Gulf Production Co. vs. Wichita Falls & Southern et al., mimeo- 
graphed, as to a combination rate of 70.5 cents on a carload 
of lumber shipped from Breckenridge, Tex., to Kaw, Okla., in 
October, 1921. The Commission, by division 4, found the rate 
unreasonable to the extent it exceeded 39 cents, which was a 
commodity rate which applied from many points in central 
Texas, the report said, to Kaw. The tariff, it said, did not pro- 
vide for its use from Breckenridge. The 39-cent rate is to be 
established not later than March 25. 


; REPARATION ON HOGS 

The Commission, in No. 17104, Armour & Co. et al. vs. Chi- 
cago & North Western et al., mimeographed, by division 1, has 
found that shipments of live hogs, carloads, from Sioux City, 
Ia., to Jersey City, N. J., between January 1 and July 14, 1924, 
were overcharged and awarded reparation. A rate of 85.5 cents 
was applied. The complaint alleged that that was in violation 
of section 6. Eighty carloads were shipped. The complainant 
alleged the rate was unlawful to the extent it exceeded 83.5 
cents. The Commission found that a rate of 83.5 cents was 
applicable and awarded reparation to that basis. It held that 
the combination rule, Jones’ I. C. C. U. S. 1, was applicable. 
The carriers contended that in the circumstances of this case 
the principle enunciated in the Sligo Iron Store case was not 
applicable. They claimed that a higher combination was ap- 
plicable. The Commission said that that contention was made 
in Armour Fertilizer Works vs. Southern, 93 I. C. C. 186, and 
decided adversely to the defendants. 

The Commission said that in other cases it had found that 
a reference to the combination rule in the combination tariff 
was equivalent to the publication of the rule in the rate tariff, 
and that the rule was applicable to the through combination, 
although the tariff containing the western factor made no ref- 
erence to such a rule. The reparation award runs against 
the eastern defendants but not against any western road. 


REPARATION AWARDED 
The Commission, by division 1, in No. 17186, Manufacturers’ 
Association of Chicago Heights et al. vs. Pennsylvania et al., 
mimeographed, has found unreasonable charges assessed on 


’ shipments of manganese steel scrap, carloads, from New Castle, 


Del., to Chicago Heights, Ill., and awarded reparation on the 
basis of the rate prescribed in Same vs. Same, 92 I. C. C. 194. 


RATES ON ROOFING SLABS 


The Commission, by division 1, in No. 17257, American Ce- 
ment Tile Manufacturing Company vs. Arcade & Attica et al., 
mimeographed, has found unreasonable for the future rates on 
cement building or roofing slabs reinforced with metal, in 
straight carloads, or in mixed carloads, with roofing cement 
(other than liquid) and/or asphaltum, from Lincoln, N. J., to 
points in Trunk Line and New England territores. The Com- 
mission said the rates were not unreasonable in the past. It said 
that the rates for the future would be unreasonable to the ex- 
tent they may exceed 75 per cent of the contemporaneous sixth 
class rates from and to the same points, subject to a minimum 
of 50,000 pounds. Rates on the new basis are to be established 
not later than March 10. 


BEEF HAM RATE 


The Commission by division 3 in No. 16550, Guggenheim 
Brothers vs. B. & O. et al., mimeographed, has found unreason- 
able the first class rate on fresh beef hams, salted, in less than 
carloads, from Chicago to Philadelphia, Pa., and Phillipsburg, 
N. J., to the extent that it exceeded or may exceed a rate of 
$1.225, and awarded reparation to that basis. Commissioner . 
Campbell dissented because in a case brought by the com- 
plainants against the Director-General, 85 I. C. C. 725, the Com- 
mission held that the rate on beef hams should not exceed the 
rate on sausage meats. He said there was nothing in the present 
record which to his mind justified a departure from the case 
mentioned by him. 


' LUBRICATING OIL STOCK RATE 


The Commission by division 4 in No. 16970, Petroleum Oils 
Corporation et al. vs. Santa Fe et al., mimeographed, has found 
unreasonable for the future but not in the past a rate of 42 cents 
on lubricating oil stock in carloads, from Chaison, Tex., to El- 
dorado and Topeka, Kan., to the extent that it may exceed 34 
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cents. The lower rate is to be made effective not later than 
March 10. The report also covers a sub-number, Same vs. Same. 


ENTITLED TO SCALE RATES 


In a further report on No. 16170, sub-No. 1, Washington 
Building Lime Company vs. Akron & Barberton Belt et al., 
mimeographed, the Commission has found that Sandusky, Carey, 
Woodville, and certain other lime-producing points in north- 
western Ohio should be treated as a single group in applying 
the distance scale of rates prescribed on lime in the original 
report, 112 I. C. C. 7. 


SULPHATE OF ALUMINA RATES 


New rates on sulphate of alumina have been ordered not 
later than April 5 in No. 17274, Como Chemical Co. vs. Santa 
Fe et al., mimeographed, from Kokomo, Ind., to destinations in 
Wisconsin. The Commission, by division 3, has found the ex- 
isting rates unreasonable to the extent they exceed the aggre- 
gate of intermediates and unduly prejudicial to the extent they 
exceed the contemporaneous rates on like traffic from Chicago 
Heights and Joliet, Ill, by more than 5.5 cents. The com- 
plaint alleged the rates were unreasonable and unduly preju- 
dicial in comparison with rates from Chicago Heights and Joliet 
and in excess of the aggregate of intermediates. The rates 
from Kokomo, the report said, were either 90 per cent of sixth 
class or combinations on Milwaukee, consisting of sixth class 
to Milwaukee and commodity proportionals beyond. The de- 
fendants conceded that if there had been a movement on the 
combinations less than the applicable joint rates, the combina- 
tions would have beén accorded. They insisted, however, that 
the joint rates were reasonable. The Commission said that the 
record did not show that increases from Chicago Heights and 
Joliet would be justified. 


CALCIUM CARBIDE CHARGES 


The Commission, by division 4, has dismissed No. 17908, 
Kansas City Oxygen Gas Co. vs. Chicago, Burlington & Quincy 
et al., mimeographed, on a finding that the charges on ship- 
ments of calcium carbide, from Keokuk, Ia., to Kansas City, 
prior to June 1, 1925, 33.5 cents and 32 cents thereafter, were 
applicable. The rates collected were fifth class. The case was 
one of tariff interpretation. The complainant contended that 
as the application of a commodity rate on lime was not spe- 
cifically confined to a particular kind of lime, it was applicable 
to all classes of lime, including carbide. The Commission said 
that lime had a well understood meaning in commercial trans- 
actions and that calcium carbide was not known, commercially, 
as lime. 


CLAM SHELL CASE DISMISSED 


The Commission, by division 4, has dismissed No. 15969, 
Mississippi Pearl Button Co. vs. Illinois Central et al., mimeo- 
graphed, finding the rate on clam shells, carloads, from Dixon, 
Ill., to Fort Madison, Ia., 13 cents, imposed on two carloads 
shipped in 1922, not unreasonable or otherwise unlawful. The 
rate was alleged to be in violation of the first and third sections 
and the long-and-short-haul part of the fourth section. The 
Commission said no good cause was shown for doing what would 
be tantamount to a reversal, in this case, of Mississippi Pearl 
Button Co. vs. Santa Fe et al., and related cases, 89 I. C. C. 


650, this case having been held in abeyance while that was being 
tried. 


SCRAP IRON REPARATION 


The Commission, by division 4, in No. 17950, Charles Drei- 
fus Co. vs. Pennsylvania et al., mimeographed, has found un- 
reasonable a rate of $8.06 on scrap iron from East Radford, Va., 
to Breckenridge and Pittsburgh, Pa., and Steubenville, O., im- 
posed on six carloads, shipped in 1924 and 1925, to the extent 
it exceeded $6.17, rates being in long tons. 


HAND LAUNDRY WASHER RATING 


An order of dismissal has been made in No. 18032, C. T. 
Childers vs. Atchison, Topeka & Santa Fe et al., mimeographed, 
the Commission, by division 4, finding the first class rating and 
rates on hand laundry washers, in less than carloads, in the 
* consolidated classification, is not unreasonable. The complaint 
alleged the rating was contrary to the classification. There is 
no specific rating on such articles. The analogy rule was used. 
The complainant contended that, on account of the way the 


oe were packed they should have been rated as tinware, 
nested. 


RATES ON BURLAP BAGS 
A finding of unreasonableness, an award of reparation and 
an order requiring the establishment of new rates not later 
than March 15, have been made in No. 17408, Riegel Sack 
Company vs. Central of New Jersey et al., mimeographed, as to 
rates charged on burlap bags, cotton-lined burlap bags and cot- 
ton bags, in straight or mixed carloads, from Jersey City, N. J., 
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to Philadelphia. The Commission, by division 4, found the 
rates unreasonable to the extent they exceeded or may exceed 
19 cents, to which basis it awarded reparation. 


WOVEN CURLED HAIR RATING 


The Commission, by division 3, in No. 17664, Blocksom & 
Co. vs. Michigan Central et al., mimeographed, has found the 
double-first class rating applied on rolls of woven curled hair, 
in less than carloads, shipped March 5 and 14, 1925, from Mich- 
igan City, Ind., to Portland, Ore., unreasonable to the extent it 
exceeded a rating of one and a half times first class. It denied 
reparation. That new rating is to be established not later than 
March 15. 


BONES, HORNS AND HOOFS 


The Commission, by division 4, in No. 17769, Tomkins-Sum- 
mer Company vs. Chicago, Milwaukee & St. Paul et al., mime- 
ographed, has found a rate applied on five carloads of bones, 
horns and hoofs, in mixed carloads, from El Paso, Tex., to Chi- 
cago, in 1922 and 1923, unreasonable to the extent it exceeded 
68 cents, minimum, 40,000 pounds, minus $7.50 per car, on the 
shipments subseugent to February 7, 1923. It awarded repara- 
tion to that basis. 


RATE FOUND INAPPLICABLE 


The Commission, by division 4, in No. 17818, William 
Fraser, Jr., Inc., vs. Baltimore & Ohio et al., mimeographed, has 
found a combination of $1.90 imposed on a carload of cotton 
linters, from Cooper, Tex., to Newburgh, N. Y., in 1924 was in- 
applicable and that the applicable rate was $1.785. It awarded 
reparation to that basis. 


PETROLEUM REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 17934, Transcontinental Oil Company 
vs. Central of New Jersey et al., mimeographed, as to a rate 
of 17.5 cents on petroleum products, from Bayonne and Trem- 
ley Point, N. J., to Fresh Pond, N. Y., applied on shipments be- 
tween January 24, 1924, and January 10, 1925. The Commis- 
sion, by division 4, found the rate unreasonable to the extent 
it exceeded 16 cents. The report also covers a sub-number, 
Same vs. Same. 


EXCESS DEMURRAGE IMPOSED 
The Commission, by division 4, in No. 18049, Milne Lumber 
Company vs. Central of New Jersey et al., mimeographed, found 
demurrage charges collected for the detention, at Roselle, N. J. 
of a carload of lumber originating at Pontotoc, Miss., in 1922, 


were in excess of those applicable, directed the refund of a — 


charge of $80, and dismissed the complaint. The carrier failed 
to notify the consignor that the car was unclaimed. The car- 
rier said it had given notice by letter. The Commission said 
that that was immaterial as the tariff required notice by wire 
and that that requirement could not be waived. 


RATE AND ROUTE CONFLICT CASE 


The Commission, by division 4, in No. 18115, Orford Soap 
Company vs. New York, New Haven & Hartford et al., mimeo- 
graphed, a complaint involving 14 carloads of soap and cleans- 
ing compounds moving from Manchester, Conn., to Cincinnati, 
O., and St. Louis, Mo., between January 9 and March 12, 1924, 
has found that the shipments tendered on and after February 
5, 1924, were not misrouted but that those moving before that 
day were misrouted. It awarded reparation against the New 
Haven. 

The Commission found that there was a conflict in the bills 
prepared by the consignor, between the rate and the route 
specified. It said that rates of 46 cents to Cincinnati and 63 
cents to St. Louis, inserted in the bills of lading, did not apply 
over any routes. The shipments moved via the Old Dominion 
ships, Chesapeake & Ohio and Norfolk & Western. The Com- 
mission said that in the circumstances of the case St. Louis 
and Cincinnati could not be said to be “distant points,” nor any 
of the carriers mentioned “distant roads” within the meaning 
of Conference Ruling 214(g), the one that absolves an agent 
from the duty in some instances of knowing about rates and 
routes. The agent notified the complainant of the conflict be- 
tween the rates and routes specified but before he did that he 
forwarded shipments which caused the Commission to say that 
he had misrouted them. The complainant, however, according 
to the report, continued the conflicting billing after receipt of 
undercharge bills. It found that rates of 49 cents to Cincinnati 
and 66 cents to St. Louis were the ones to be used in calculat- 
ing reparation. 


REPARATION ON CABBAGE 
With Commissioner Woodlock dissenting, the Commission, 
by division 4, in No. 18039, V. Cardosi & Co. vs. Baltimore & 
Ohio et al., mimeographed, has found the rate charged on 4 
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carload of cabbage from Saint Elmo, Ala., to Lima, O., unrea- 
sonable to the extent it exceeded the rates maintained to more 
distant points such as Cleveland, Akron, Canton, Sandusky ahd 
Toledo, O., and Detroit, Mich. It found the rate unreasonable 
to the extent it exceeded 81 cents, the rate to Toledo, and 
awarded reparation to that basis. The Commission said the 
presumption of unreasonableness of such a rate as was main- 
tained to- Lima had not been overcome. Commissioner Wood- 
lock did not set forth the cause for his disagreement. 


B. & O CONTROL OF LINE 


The Commission, by division 4, in finance docket No. 5975, 
control of Indian Creek Valley Railway by Baltimore & Ohio 
Railroad Company, has authorized the B. & O. to acquire con- 
trol of the Indian Creek under an operating contract. The 
Indian Creek’s line extends from a connection with the B. & O. 
at Indian Creek, Pa., to Blair mine, Pa., a distance of 27 miles. 
The B. & O. owns all the capital stock of the Indian Creek. 
Under the contract approved by the Commission, the B. & O. 
will operate the line. The Commission said it was testified that 
the united operation of the lines of the two companies would 
make it possible to render better service to the shippers in the 
tributary territory, giving them the benefit of a one-line haul, 
and that when occasion demanded the B. & O. would be in a 
position to develop and extend the line of the Indian Creek. 








ERIE GUARANTY SETTLEMENT 


In a report in finance docket No. 459, guaranty settlement 
with Erie Railroad Company and affiliated companies, the Com- 
mission, by division 4, has found that the amount necessary to 
make good the guaranty to the Erie, the Chicago & Erie, the 
New York, Susquehanna & Western, and the Wilkes-Barre & 
Eastern is $17,630,947.87. An aggregate amount of $15,740,000 has 
been certified for payment as advances and $1,541,500 has been 
certified as partial payments, leaving $349,447.87 to be paid by 
the government. 

The Erie claimed a total of $19,975,368.48. The Commission 
found that a total of $14,739,659.34 should be paid. The Chicago 
& Erie claimed a total of $2,173,787.56. The Commission found 
that $1,946,273.51 should be paid. The New York, Susquehanna 
& Western claimed a total of $1,057,435.44. The Commission 
found that $811,772.84 should be paid. The Wilkes-Barre & 
Eastern claimed a total of $139,643.78. The Commission found 
that $133,242.18 should be paid. 

The Commission issued a certificate to the Secretary of 
the Treasury to give effect to its findings in final settlement 
with these companies under section 209 of the transportation act. 


ABANDONMENT OF LINES 


In a report in finance docket No. 4723, abandonment of 
branch lines by Grand Rapids & Indiana Railway and Pennsyl- 
vania Railroad, the Commission, by division 4, has authorized 
abandonment of a branch line of the Grand Rapids & Indiana 
from Round Lake Juncton to Jennings, Mich., a distance of 
approximately three miles. 'The application of the companies 
was denied as to abandonment of a line from Veneer Junction 
to Michelson, Mich., a distance: of approximately 16 miles. No 
objection was made to abandonment of the three-mile branch, but 
protest against abandonment of the other line was made in 
behalf of merchants and other business men of Lake City, Fal- 
mouth, and Merritt, Mich., the Chamber of Commerce of Cadil- 
lac, Mich., and farmers and other shippers in the territory that 
would be affected by the proposed abandonment. The Penn- 
sylvania controls the Grand Rapids & Indiana through owner- 
ship of capital stock and by a 999-year lease. The main line of 
the Grand Rapids extends from Fort Wayne, Ind., to Mackinaw, 
Mich. Both the branches involved in the proceeding were built 
to remove forest products. The branch from Veener Junction 
to Michelson has been operated at a loss, the report showing 
deficits, after deduction of taxes, of $20,235 for 1923, $16,872 
for 1925, and $6,929 for the first six months of 1926. As to the 
proposed abandonment of this branch, the Commission said: 


_ The net railway operating income of the Pennsylvania for 1923 
is shown as $83,546,667.59 and for 1924 as $78,799,912.91. Its total 
corporate surplus, according to its general balance sheet of June 
30, 1925, is $343,741,066.91. It operates about 10,500 miles of railroad. 
It does not appear that such loss as would likely ensue from the 
operation of this branch would endanger that carrier’s financial 
Strength, or appreciably impair its ability to render efficient service 
to the public, or operate as a burden upon interstate commerce. 
Neither the beneficial effect of abandonment upon the applicants 
nor the inconvenience, losses, and hardship that the community 
Served would sustain in being deprived of the branch service are 
Susceptible of exact measurement. Weighing the benefits to the car- 
a against the injury to the local community, as best we can from 
€ record, we are of opinion that abandonment of the branch is not 


justified, 
COMMISSION ORDERS 


The Dickson-Jenkins Manufacturing Co. has been permitted 


to intervene in No. 18739, Butler Brothers et al. vs. Aberdeen 
& Rockfish et al. 


Hummel-Ross Fibre Corp. has been permitted to intervene 
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in No. 18910, the Yellow Pine Paper Mill Co., Inc., et al. vs. 
Beaumont, Sour Lake & Western et al. 

The National Cottonseed Products Corp. and Louisiana Cot- 
tonseed Crushers’ Association have been permitted to intervene 
in No. 19069, Arkansas Cottonseed Crushers’ Assn. vs. Chicago, 
Rock Island & Pacific et al. 

The Procter & Gamble Co. and Southern Cotton Oil Co. 
have beeen permitted to intervene in No. 19088, the Blanton 
Co. vs. Alabama & Vicksburg et al. 

The order entered in No. 16443, Birmingham News Co. vs. 
Atlanta, Birmingham & Atlantic et al., on October 15, 1926, which 
was by its terms made effective January 10, 1927, and subse- 
quently modified so as to become effective on March 1, 1927, has 
been further modified so that it will become effective on April 
1, 1927, instead of on said March 1, 1927. 

The Commission has denied the motion filed on behalf of 
Director-General to vacate and set aside the order in No. 11982, 
A. & C. Mill Co. et al. vs. Director-General, as agent, Aberdeen 
& Rockfish et al., on October 5, 1926, modifying the reparation 
order of March 10, 1926. 

The effective date of the Commission’s order of May 10, 
1926, in No. 16170 (Sub. 1), Washington Building Lime Co. vs. 
Akron & Barberton Belt et al:, prescribing rates on lime, 
carloads, from producing points in Ohio to destinations in Cen- 
tral territory, has been further postponed until’ March 21, 1927. 

That part of the third paragraph of the order of December 
28, 1926, in No. 15823, Duluth Chamber of Commerce vs. Chicago 
& North Western et al., reading, “and that part of Minnesota 
on, west, and north of the line of the Chicago, St. Paul, Minne- 
apolis & Omaha Railway from Sioux City, Ia., to St. Paul, Minn.,” 
has been amended so as to read as follows: “and that part of 
Minnesota west and north of the line of the Chicago, St. Paul, 
Minneapolis & Omaha Railway from Sioux City, Ia., to Min- 
neapolis and St. Paul, Minn., and the Minneapolis, St. Paul & 
Sault Ste. Marie beyond to Duluth, Minn. 

The Commission has reopened for further hearing, at such 
time and place as it may hereafter direct, No. 15614 (and Sub. 
No. 1), Elberta Crate Co. vs. Atlantic Coast Line et al., with 
respect to the allegations of undue prejudice, undue preference, 
and unjust discrimination, and as to the method by which de- 
fendants should be required to remove any undue prejudice, 
undue preference, or unjust discrimination which may be found 
to exist. 

The effective date of the original orders entered in No. 
15848 (and Sub. 1 and 2), Mississippi Railroad Commission et al. 
vs. Alabama & Vicksburg et al., No. 15618, Jackson Traffic 
Bureau et al. vs. Alabama & Vicksburg et al., and No. 16447, 
Meridian Traffic Bureau et al. vs. Alabama & Vicksburg et al., 
and supplemental fourth section order 9214, salt from Louisiana 
producing points, on October 10, 1925, as modified by supple- 
mental orders entered on January 10, 1927, has been reset at 
April 25, 1927. 

The Commission has denied the petition of Agent Dulaney, 
for a modification of fourth section order No. 9439, Ammonium 
Sulphate Nitrate in Southern Territory, entered January 11, 1927, 
in Application No. 12989, without prejudice to the filing of a new 
application. 

The motion of complainant in No. 18367, Harlem & Morris- 
ania Transportation Line, Inc., vs. New Haven et al., and I. and 
S. 2760, Bait, Fish, from and to points on the New York, New 
Haven & Hartford Railroad, to strike from the record the pro- 
posed report of the examiner, has been denied. (See Traffic 
World, January 8, p. 61.) 


SUSPENDED TARIFFS 


In I. and S. No. 2839, the Commission has suspended from 
January 28 until May 28 schedules as published in the following 
tariffs: J. E. Johanson, Supplement No. 145 to I. C. C. No. 1590, 
Supplement Nos. 41 and 43 to I. C. C. No. 1782, Supplements 
Nos. 8, 9 and 11 to I. C. C. No. 1877, I. C. C. Nos. 1907 and 1918; 
B. T. Jones, Supplements Nos. 41 and 43 to I. C. C. No. 1697. 
The suspended schedules propose to increase rates on grain 
and grain products, in carloads, between points in Kansas, 
Nebraska and Missouri on the one hand and points in Oklahoma 
on the other. The following is illustrative, rates in cents per 
100 pounds on wheat, carloads: y 


Present Proposed 
From Clinton, Mo., to Muskogee, Okla............+... 231% 25 
From Parsons, Kan., to Oklahoma City, Okla......... 23 25 


In I. and S. No. 2840, the Commission has suspended from 
January 28 until May 28 schedules as published in Supplement 
No. 68 to Johanson’s I. C. C. No. 1617. The suspended schedules 
propose to increase the rates on dried blood and tankage, in 
carloads, from various Oklahoma and Texas origins to Missis- 
sippi River crossings, Memphis, Tenn., and south thereof, and 
to related destinations. The following is illustrative: 


Dried Blood and Tankage, carloads, rates in cents per 100 pounds. 
Present Proposed 
From Ft. Worth, Texas, to Memphis, Tenn............ 28 3014 
From Ft. Worth, Texas, to New Orleans, La.......... 28% 31 
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In I. and S. No. 2841, the Commission has suspended from 
February 1 until June 1, schedules as published in Supplement 
No. 22 to Atchison, Topeka and Santa Fe, I. C. C. No. 10056, 
Supplement No. 14 to the Chicago, Rock Island and Pacific, 
I. C. C. No. C-11520, Supplement No. 6 to Missouri-Kansas-Texas, 
I. C. C. No. 204, and Supplements Nos. 15 and 16 to St. Louis- 
San Francisco, I. C. C. No. 8570. The suspended schedules 
propose to restrict the class rates between points in Oklahoma 
and between points in Oklahoma on the one hand: and points in 
Arkansas and Texas on the other, so that they will not apply 
on sugar, in straight carloads or in mixed carloads with other 
articles. : 

In I. and S. No. 2842 the Commission has suspended from 
February 1 until June 1 schedules as published in supplement 
No. 5 to Yazoo & Mississippi Valley I. C. C. No. A-255 (A. & V. 
Ry. series; supplements Nos. 24 and 26 to Speiden’s I. C. C. 
No. 905, and Joint Tariff; Johanson’s I. C. C. No. 1901, Speiden’s 
I. C. C. No. 1032. The suspended schedules propose to readjust 
the rates and to restrict the routing on grain and grain products 
from points in Texas to destinations in the Mississippi Valley 
and the southeast, when moving via Mississippi River Crossings, 
Memphis, Tenn., and south thereof, resulting in increases and 
reductions in rates. The following illustrative rates in cents 
per 100 pounds, corn, oats or rye, carloads. From Shamrock, Tex. 


To Via Present Proposed 
EE. EI. oo: 6. ow 918 0 Bena Memphis 41% 56 
A are Vicksburg 41% 49 
Wee Be, PNB O is 5 Sie bles Memphis 47 5414 
a Vicksburg 47 49 
Greenwood, Miss. ...... , ae Memphis 47 5414 
Greenwood, Miss. ...........- Vicksburg 47 49 
Brookhaven, Miss. ........... Memphis 4914 5714 
Brookhaven, Miss. ........... Vicksburg 49% 49 


In I. and S. No. 2843, the Commission has suspended from 
February 1 until June 1 schedules as published in supplement 
No. 4 to Rutland Railroad I. C. C. No. 864. The suspended 
schedules propose to establish the following rule in connection 
with the movement of milk from points on the Rutland R. R. 
to points on connecting lines in New England: 


‘Minimum required for special cars—Special baggage cars (no 
icing) open iced milk or refrigerator cars, will be operated only 
from a section producing for shipment a reasonable quantity of 
commodities named in tariff, to-wit: When shipments equal fifty- 
one hundred (5100) quarts or more per trip from a straightaway 
section of the Rutland Railroad Company, not exceeding seventy- 
five (75) miles to one destination. When shipments do not equal 
fifty-one hundred (5100) quarts, per car, per trip, shipper or con- 
signee must pay charges on the difference between quartage in 
car and fifty-one hundred (5100) quarts at the rate for milk in 
forty-quart cans from initial shipping point to destination of car” 


PETITIONS FOR REHEARING, ETC. 


The Complainant in No. 16832, J. D. Hollingshead Co. vs. 
Ann Arbor et al., has asked the Commission to grant and order 
the modifications of its finding therein. 

The complainants in No. 15659, the Texas Company and 
the Texas Pipe Line Co. vs. Kansas City Southern et al., have 
asked the Commission to set aside its decision in said case, 
originally rendered on January 24, 1925 (96 I. C. C. 81), and 
affirmed on July 11, 1925 (101 I. C. C. 345) and reopen the same 
for further consideration upon the record as made. 

The complainant in No. 17263, Murphysboro Paving Brick 
Co. vs. Mobile & Ohio et al., has asked the Commission to grant 
a rehearing therein. 

The Beatrice Creamery Co., an intervener in No. 15823, 
Duluth Chamber of Commerce vs. Chicago & North Western 
et al., has asked the Commission to vacate its order in this 
proceeding. 

The defendants, Southern Pacific (on its own behalf and 
as successor in interest to Arizona Eastern), the Santa Fe, 
Los Angeles & Salt Lake, and Western Pacific, also F. W. Gomph, 
agent for Pacific Freight Tariff Bureau, have asked the Com- 
mission for further modification of decision and order entered 
in No. 14020, J. D. Hollingshead Co. vs. Aberdeen & Rockfish 
et al., on March 7, 1924. 

The Meridian Traffic Bureau, intervener in No. 15082, Cap- 
ital Grain and Feed Co. et al. vs. Illinois Central et al., has asked 
the Commission for rehearing, reargument or reconsideration 
of this proceeding; or modification or postponement of order. 

The Chicago & Alton, the Chicago, Rock Island & Pacific, 
and Elgin, Joliet & Eastern have asked the Commission to set 
aside the orders in No. 17817, Chicago Gravel Co. et al. vs. Santa 
Fe et al., and I. and S. 2649, crushed stone, sand and gravel 
within the Chicago switching district, to reopen and rehear the 
same, to permit additional testimony to be introduced, and to 
permit reargument of the cases before the entire Commission. 

The complainant in No. 16285, White Provision Co. vs. 
Atlanta, Birmingham & Atlantic et al, has asked the Commission 
to reconsider its denial of reparation in this proceeding 

The Jackson & Eastern Ry., by O. J. Gill, its general freight 
agent, has asked the Commission for modification of finding 
and order concerning rates to and from points on the Jackson & 
Eastern in No. 16295, fertilizer and fertilizer materials between 
southern points, 113 I. C. C. 389. 
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The complainant in No. 16672, Brownell & Field Co. vs. 
New Haven et al., has asked the Commission to grant a reargu- 
ment therein. 

The defendants in No. 17309, Texas Pacific Coal & Oil Co. 
vs. Santa Fe et al., have asked the Commission to reopen that 
complaint for further consideration, and to grant a rehearing 
therein, including, if necessary, a further hearing for the pur- 
pose of receiving additional testimony; to vacate and set aside 
the order entered as of December 8, 1926; to consolidate this 
case upon one docket for the purpose of this petition with No. 
15807, Texas Pacific Coal & Oil Co. and many other complaints 
involving the extension of the No. 9702 commodity rate scales 
west of the Kansas City Southern in which the carriers, de- 
fendants therein, have heretofore filed a petition asking that 
such cases be reopened and consolidated upon one docket for 
the purpose of rehearing, the petition bearing date of October 
28, 1926. 

The Baltimore & Ohio and Pennsylvania have asked the 
Commission to grant a rehearing in No. 10174, National Tube 
Co. vs. Pittsburgh, Cincinnati, Chicago & St. Louis et al., and 
No. 11367, Benwood & Wheeling Connecting vs. Pittsburgh, 
Cincinnati, Chicago & St. Louis et al., and for modification of 
the reports heretofore entered therein. 

The Baltimore & Ohio, Pennsylvania and Pittsburgh & 
Lake Erie have asked the Commission to grant a rehearing in 
No. 10174, National Tube Co. vs. Pittsburgh, Cincinnati, Chicago 
& St. Louis et al., and for modification of the report heretofore 
entered therein. 

The defendant, Missouri and North Arkansas, in No. 17059, 
Bear State Oil Co. vs. Santa Fe et al., has asked the Commis- 
sion to grant a rehearing. 

The complainant in No. 15898, Liquid Carbonic Co. vs. Chi- 
cago & Erie et al., has asked the Commission for reargument 
as same is in point on all fours with, and, or in connection with 
the following cases: Bradbury Marble Co., No. 17696; Lautz 
Marble Corp., 115 I. C. C. 543; and Henry Marble Co., case No. 
17956. 

The complainant in No. 16787, United Zinc Smelting Corp. 
vs. Baltimore & Ohio et al., has asked the Commission for re- 
hearing. 

The Baltimore & Ohio, the Pennsylvania, and Pittsburgh & 
Lake Erie have asked the Commission to consolidate No. 10174, 
National Tube Co. vs. Pittsburgh, Cincinnati, Chicago & St. Louis 
et al., and No. 11367, Benwood & Wheeling Connecting Railway 
vs. Pittsburgh, Cincinnati, Chicago & St. Louis et al., with No. 
17801, in the matter of car hire settlement between railroads, 
so far as they relate to car service and per diem agreements 
between trunk line carriers and the Benwood & Wheeling Con- 
necting Railway and McKeesport Connecting Railroad. 

The Director-General of Railroad has asked the Commission 
to vacate and set aside the reparation orders in No. 11218, Wil- 
bur Lumber Co. vs. Director-General, as agent, et al.; No. 10245, 
Same vs. Same, and No. 11230, F. C. Mintzlaff et al. vs. Director- 
General, as agent, et al., on February 8, 1926. 


UNCONTESTED FINANCE CASES 


The Commission has authorized the Atlantic City Railroad Co. 
to construct a branch from West Cape May, N. Y., to the wharf of 
the a May-Lewes ferry now under construction, a distance of 
2.64 miles. 

The Virginian has been authorized to procure the authentication 
and delivery to it of $3,663,000 of first mortgage 5 per cent gold 
50 year bonds. 

The Commission has authorized the Chicago & Western Indiana 
to issue $281,000 of consolidated mortgage gold bonds to be delivered 
to its tenants in payment of sinking fund advances. 

The Central Railroad of New Jersey has been authorized to issue, 
as co-maker, a bond in the principal amount of $1,250,000 in connec- 
tion with the acquisition of land. 

The Healdton & Santa Fe Railway Company has been authorized 
to issue a first-mortgage 6 per cent bond in the principal amount 
of $1,100,000, to be delivered to the Atchison, Topeka & Santa Fe Rail- 
way Company in satisfaction of an equal amount of indebtedness. 


FINANCE APPLICATIONS 


The Hocking Valley has applied for authority to issue and 
sell $5,000,000 of six months 44% per cent secured gold notes to 
meet a part of the cost of retiring $6,000,000 of notes. 

The Jacksonville & Havanna has applied for authority to issue 
$26,694.23 of short term notes in connection with the acquisition 
of one combination passenger and baggage gasoline rail motor car. 

The South Omaha Terminal Railway Company has applied for 
authority to acquire the railway properties of the Union Stock 
Yards Company of Omaha, Ltd., for the sum of $1,650,000 to be 
paid in capital stock of the applicant at par. 


TIME ZONE ORDER DATE 


The Commission’s order in No. 10122, standard time zone 
investigation (see Traffic World, January 22, p. 206), establish- 
ing a new boundary between the eastern and central time zones 
so as to include Cincinnati and surrounding territory in the 
eastern zone, will become effective April 3, at 2 a. m. At that 
time the railroads affected will change their train schedules so 
as to have them conform with the officially declared time to be 
used by the carriers. 
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SAND CASE DISMISSED 


Examiner Martin J. Walsh has recommended the dismissal 
of No. 18630, L. E. Myers Co. vs. Southern et al., on a finding 
that the rates on sand and gravel, from Cleves, O., to Dixdam, 
Ky., between October, 1923, and September, 1925, were not un- 
reasonable or otherwise unlawful. They were alleged to be in 
violation of the first and sixth section, the latter consisting, 
as the complainant alleged, of disregard of the combination rule. 
Walsh said the combination rule did not apply. 


CLAYED BAGGING REPARATION 


Examiner Lewis L. Prout, in No. 18652, Cleveland-Akron 
Bag Co. vs. Central of Georgia et al., said the Commission should 
find that the rate charged on two shipments of clayed cotton 
bagging, in carloads, from Chicamauga, Ga., to St. Louis, in 1923 
and 1924, was in excess of the applicable rate, as alleged in the 
complaint, direct refund of the overcharge and dismiss the 
complaint. 


CHARGES ON COPPER WIRE 


In a proposed report in No. 18304, Sinclair Pipe Line Com- 
pany vs. Great Northern et al., Examiner W. K. Berryman has 
recommended a finding that carload shipments of copper wire 
from Black Eagle, Mont., to Northport, Neb., were not over- 
charged, but that like shipments to Topeka, Kan., and Lexing- 
ton, Neb., were overcharged. He said refund of overcharges 
should be directed and the complaint dismissed. Charges were 
collected on bases of combination rates of $1.355, $1.48 and 
$1.28 to Lexington, Northport and Topeka, respectively. The 
examiner said the Commission should find that on the ship- 
ments to Northport the rate charged was applicable; that on 
the shipments to Lexington and Topeka the rates charged were 
inapplicable and that the applicable rates were $1.145 and $1.22, 
respectively. 


BURLAY BAGS FROM BUFFALO 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner F. D. Binkley, in No. 18601, 
Missouri Bag Co. vs. Big Four et al., as to the rate of 61.5 cents, 
fourth class, collected on a carload of burlap bags, shipped from 
Buffalo to St. Louis, in April, 1924. The rate was said to be 
unreasonable and in violation of the long and short haul part 
of the fourth section. The rate was later reduced to 52.5 cents. 
The examiner said that rule 77 of Tariff Circular 18-A was 
applicable and that that publication was therefore substantially 
in conformity with the fourth section. Binkley said the rate 
should be found unreasonable to the extent it exceeded 39 cents, 
the contemporaneous rate from Syracuse to St. Louis, and which, 
he said, was the applicabe rate from Buffalo. 


ROUGH TURNED BOBBIN BLOCKS 


Examiner Lewis L. Prout has recommended the dismissal 
of No. 18382, U. S. Bobbin & Shuttle Co. vs. Chicago, Milwaukee 
& St. Paul et al., on a finding that while the rates charged on 
certain shipments of rough turned bobbin blocks, carloads, from 
Merrill, Wis., to Greenville, S. C., made in 1924 and 1925, were 
in excess of the applicable rate, the applicable rate was not 
unreasonable or otherwise unlawful. He found overcharges 
which he said should be refunded. The applicable rate, he 
found, was 87.5 cents. Later that rate was voluntarily reduced 
to 68.5 cents but the examiner said that the reduction should 
not be used as a basis for reparation. 


PLASTER RATES APPLICABLE 


Examiner J. C. Dillon has recommended the dismissal of No. 
18638, Beaver Products Co., Inc., vs. Chesapeake & Ohio et al., 
on a finding that the rates assessed on carload shipments of 
plaster from Grand Rapids, Mich., and Gypsum, O., to Logan, 
W. Va., are applicable. The case was one of tariff interpretation, 
the complainant, according to the examiner, contending for a 
combination of sixth class rates instead of a specific commodity 
rate. The examiner said the establishment of a commodity 
rate betwen two points took that commodity out of the classifi- 
cation for all purposes, between those points, and that, there- 
fore, the rates applied were applicable. 


STRUCTURAL STEEL CASE 
Examiner Lewis L. Prout has recommended the dismissal 
of No. 18683, Louis Cohen and Son vs. Central of New Jersey 
et al., on a finding that the rate charged. on structural steel, 
in carloads, from Jersey City, N. J., to Luzerne, Pa., in October, 
1925, was not unreasonable or otherwise unlawful. The con- 
tention was that the stuff shipped was scrap steel. The exam- 
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iner said the I beams in question did not come within the de- 
scription of scrap steel. The defendants testified that. they 
were actually used as mine supports and not remelted. 


INSULATOR CASE DISMISSED 


Attorney-Examiner John McChord has recommended the 
dismissal of No. 18562, Illinois Electric Porcelain Co. vs. Chi- 
cago, Burlington & Quincy et al., on a finding that the rates 
on porcelain electric insulators, in carloads, from Macomb, IIl., 
to New Orleans, are not unreasonable. He said it should be 
dismissed on the authority of Jackson Traffic Bureau vs. B. & O., 
93 I. C. C. 342, in which rates on common pottery insulators 
from East Liverpool, O., to Jackson, Miss., were under consid- 
eration. : 


ENVELOPE CASE DISMISSED 


Examiner William A. Maidens has proposed the dismissal 
of No. 18535, Whitaker Paper Co. vs. Big Four et al., on a 
finding that the rate on paper envelopes, from West Carrollton, 
O., to Atlanta, Ga., is not unreasonable. The rate charged was 
the applicable fifth class from West Carrollton to Cincinnati, 
16 cents, plus a third class rate of $1.145 beyond. The com- 
plaint asked for a commodity rate of 95 cents and reparation on 
several carloads shipped after June 11, 1923. The defendants 
showed, among other things, that under the Commission’s report 
in the Southern Class Rate Investigation, the rate would be 
$1.16. They said they felt that they should not be required to 
single out a rate on enevelopes and reduce it to the Southern 
Class Rate Investigation basis prior to that whole basis going 
into effect. Maidens said the case should be dismissed without 
prejudice to the findings in the Southern Class Rate Investiga- 
tion. 2 


EXAMINER FINDS AN OVERCHARGE 


Examiner W. R. Marshall, in No. 18463, Potosi Tie & Lum- 
ber Co. vs. Sligo & Eastern et al., said the Commission should 
find that one carload of railroad ties, from East End, Mo., to 
Clearing, Ill., shipped in January, 1924, was overcharged and 
direct refund. Applying the Sligo Iron Store rule, the examiner 
found that the applicable rate was 35 cents instead of a three 
factor combination of 36.5 cents. 


DRY GOODS SAMPLES RATES 


Examiner E. P. Hurley has recommended the dismissal of 
No. 18427, Detmer, Bruner & Mason, Inc., vs. Bush Terminal 
et al., on a finding that the rates charged on dry goods samples, 
in carloads, from Brooklyn, N. Y., to San Francisco and Los 
Angeles, Calif., and Seattle, Wash., between December, 1923, and 
January, 1926, were not unreasonable, as alleged. A commodity 
rate of $3.98 is now in effect on such traffic, which is seasonal 
and consists of samples attached to display cards. Prior to the 
establishment of that commodity rate the second class of $4.80 
was collected. 


REPARATION ON QUEBRACHO 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner E. L. Glenn in No. 18525, 
Herman Oak Leather Co. vs. Central of Georgia et al., as to 
the rate charged on quebracho tanning extract, shipped from 
New York and Brooklyn to St. Louis between July 12, 1924, and 
June 10, 1926. Fifth class was imposed on 11 carloads of dry 
and 5 carloads of liquid extract. In support of the allegation 
that the rate was unreasonable, the complainant cited the fact 
that between some points in central territory 90 per cent of 
fifth was applied and from points in Michigan to Trunk Line 
territory, sixth class rates were in effect. Glenn said the Com- 
mission should find the rate of 62 cents was unreasonable to 
the extent it exceeded 50.5 cents and award reparation to that 
basis. Reparation only was sought. 


CEMENT LAUNDRY TUB RATE 


Examiner Martin J. Walsh, in No. 18475, Chicago Granatine 
Manufacturing Co. vs. Illinois Central, said the Commission 
should find the rate charged on cement laundry tubs, carloads, 
‘from Chicago, Ill., to New Orleans, La., between October 13, 1923, 
and February 16, 1925 was unreasonable but not unduly preju- 
dicial. The complaint alleged the rate of 103 cents was both 
unreasonable and unduly prejudicial. The examiner said. the 
rate should be found unreasonable to the extent it exceeded a 
rate of 81 cents applicable on plumbers’ goods, which included 
enameled iron and porcelain laundry tubs, in the period of move- 
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ment, and award reparation to that basis on several carloads 
of cement tubs. 


TENTATIVE VALUATION REPORTS 


Chatham Terminal Company, as of June 30, 1919, $35,000. 

The Mountain Telegraph Company, as of June 30, 1918, $9,250. 

The Colorado and Wyoming Telegraph Company, as of June 30, 
1918, $40,157. ” 

Texas City Terminal Company, as of June 30, 1917, owned and 
used, $3,940; used but not owned, $2,100,000. 


FINAL VALUATION REPORTS 


Valuation docket No. 858, Kane and Elk Railroad Company, 
opinion No. B-456, 119 I. C. C. 614-26, final value for rate-making 
purposes of property owned and used for common carrier purposes 
found to be $100,000, and of property used but not owned, $1,961, as 
of June 30, 1918. : 

Valuation docket: No. 651, Marianna & Blountstown Railroad 
Company, opinion No. B-454, 119 I. C. C. 581-99, final value for rate- 
making purposes of property owned and used for common carrier 
purposes found to be $148,495, and of property used but not owned, 
$62,945, as of June 30, 1917. 

Valuation docket No. 59, Bullfrog Goldfield - Railroad Company, 
opinion No. B-447, 119 I. C. C. 429-48, final value for rate-making 
purposes of property owned and used for common carrier purposes 
found to be $1,463,276, as of June 30, 1915. 

Valuation docket No. 705, Cliffside Railroad Company, opinion 
No. B-459, 119 I. C. C. 670-84, final value for rate-making purposes 
of property owned and used for common carrier purposes found to 
a el and of property used but not owned, $9,117, as of June 
30, 1918. 

Valuation docket No. 46, Joplin Union Depot Company, opinion 
No. B-451, 119 I. C. C. 519-34, final value for rate-making purposes 
of property owned and used for common carrier purposes found to 
be $560,000, as of June 30, 1914. 

Valuation docket Ng. 176, Lexington Terminal Railroad Company, 
opinion No. B-457, 119 I. C. C. 627-40, final value for rate-making 
purposes of property owned and used for common carrier purposes 
found to be $28,600, as of June 30, 1916. 

Valuation docket No. 272, La Crosse & Southeastern Railway 
Company, opinion No. B-446, 119 I. C. C. 412-28, final value, for rate- 
making purposes, of the property owned and used for common carrier 
purposes, found to be $643,000 as of June 30, 1917. 

Valuation docket No. 761, Tennessee Railroad Company, opinion 
No. B-449, 119 I. C. C. 465-482, final value, for rate-making purposes, 
of the property owned and used for common carrier purposes, found 
to be $1,006,865 as of June 30, 1918. 

Valuation docket No. 793, Tucson, Cornelia and Gila Bend Railroad 
Co., opinion No. B-455, 119 I. C. C. 600-13, final value, for rate- 
making purposes, of the property owned and used for common car- 
rier purposes, found to be $764,700, and of property used but not 
owned, $2,404, as of June 30, 1917. 


CONSTRUCTION RECOMMENDED 


In a proposed report on finance docket No. 5744, Construc- 
tion of Branch Lines by San Benito & Rio Grande Valley, and 
No. 5869, Construction of Extension by San Antonio & Aransas 
Pass, Assistant Director C. V. Burnside has recommended a 
finding, in each application, that the public convenience and 
necessity require the construction of lines and the extension. 
He said the requests for permission to retain excess earnings 
should be denied. The first mentioned application covers two 
branch lines in Cameron county, Tex. The extension covered 
by the San Antonio & Aransas Pass is from Harlingen to 
Brownsville, both in Cameron county. 

The applications were for permission to increase the rail- 
road facilities in the lower Rio Grande valley. The examiner 
said they were so closely related that they were heard at the 
same time and would be disposed of in one report. 

The San Benito is a subsidiary of the New Orleans, Texas 
& Mexico, otherwise known as the Gulf Coast Line, which is 
controlled by the Missouri Pacific. Burnside called that the 
Missouri Pacific application. 

The San Antonio & Aransas Pass is controlled by the South- 
ern Pacific and Burnside referred to that application as the 
Southern Pacific application. 

The Missouri Pacific proposes to construct two branch lines, 
one extending six miles eastward from Fernando and the other 
eastward from San Benito, about 18 miles. The estimated cost 
of both lines is $638,351. Their function will be that of gath- 
ering lines for the produce of that section, mostly fruits and 
vegetables, but also some cotton. The branch lines, it is esti- 
mated, will vastly increase production. 

The Southern Pacific application is for permission to extend 
a branch now under construction from Harlingen, the present 
designated terminus, to Brownsville. This will be a part of 
new construction totaling about 30 miles over a circuitous route. 
The engineering estimate is that the new construction will cost 
$1,590,471. < 

Opposition by the Missouri Pacific to the new construction 
by the Southern Pacific did not prove strong enough to prevent 
the favorable recommendation made by the assistant director. 
The Missouri Pacific said its own line and the service offered by 
it were sufficient for the agricultural territory proposed to be 
tapped by the Southern Pacific. It said the Southern Pacific’s 
proposal would merely divide the revenue which it contended 
should go to the system already in the field, which of course was 
the Gulf Coast Line part of the Missouri Pacific system. The 
Missouri Pacific system said that with the construction of the 
branches proposed by it and the installation of proposed loading 
stations thereon, practically all the irrigable territory in the 
lower Rio Grande valley would be within five miles of a railroad 
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loading platform. It said it regarded the proposal of the South- 
ern Pacific as merely the forerunner of an attempt to extend 
competing lines throughout the territory. The president of 
the Missouri Pacific, the report said, offered the Southern 
Pacific trackage rights for through service over the existing 
line between Harlingen and Brownsville, in consideration of 
reciprocal privileges elsewhere, but the offer was declined. 
Burnside said that exclusion from local service, apparently, was 
the deciding factor in that matter. He said that notwithstand- 
ing overlapping of service in a part of the territory, construc- 
tion of what was known as the southern line, proposed by the 
Missouri Pacific, should be authorized. 

The Rio Grande Railway Co., with a line extending from 
Point Isabel northeasterly about 26 miles, opposed the construc- 
tion of the so-called southern line of the Missouri Pacific, which, 
as planned, would connect with the Rio Grande railroad about 
five miles from Point Isabel. It opposed the proposed connec. 
tion upon the ground that it was in a position to construct nec- 
essary branches into the agricultural territory near the eastern 
terminus of the proposed Missouri Pacific branch and that the 
establishment of a through route by way of the branch would 
divert traffic from the route via Brownsville. On brief, the Mis- 
souri Pacific expressed its willingness to accept a condition 
limiting its construction to a point not less than two miles from 
the line of the Rio Grande Railway, leaving the question of 
connection to the future. The examiner said such a condition 
should be imposed. Then he said the record justified a conclu- 
sion that the Rio Grande was not and would not be in position 
to provide satisfactory service for the agricultural territory 
by way of Brownsville. 

The report says the request to retain excess earnings 
should be denied. The examiner said that in view of the pres- 
ent and prospective financial strength of the applicants there 
was no apparent necessity for the exemption. The imprac- 


ticability of a satisfactory segregation of the income of a part 


of an operating system, he said, afforded good ground for the 
belief that the provision about excess earnings was intended 
to =“ only to the construction of separately operated systems 
or lines. 


LAKE CARGO COAL CASE 


The Trafic World Washington Bureau 


The Pittsburgh Terminal Coal Corporation, an intervener in 
the case said that, shortly, its position was that it was not 
so much interested in what the rates to lake ports were from 
the different districts as it was in the differential in such rates. 
It claimed that, as a result of not using the same yardstick in 
fixing rates for the various producing areas, it had lost the 
benefit of its advantage in distance, topography and otherwise 
over the southern districts. It submitted that coal miners’ 
wages neither constituted an element for consideration in rate 
matters nor explained the decrease in lake shipments from 
Ohio and Pennsylvania and the increase in shipments from West 
Virginia, and from Ohio, it said. It claimed that the railroads 
hauling coal from Kentucky and West Virginia could not operate 
more cheaply per ton per mile than the railroads hauling coal 
from Pennsylvania, especially in view of the fact that the latter 
had a back haul of ore, as compared with empties for the 
southern roads. 

In a statement in lieu of a brief the Wisconsin Paper and 
Pulp Manufacturers’ Association, formerly the Wisconsin Traffic 
Association, another intervener said it believed the record 
amply showed that the rates from the so-called inner crescent 
mines now bore a fair and reasonable relation to those from 
the outer crescent mines. It respectfully urged the maintenance 
of the relationship. 

The Central Pennsylvania Coal Producers’ Association, also 
interveners, asked the Commission to condemn the rates from 
the central Pennsylvania districts as unreasonably high, unduly 
prejudicial against them and unduly preferential of their south- 
ern low volatile competitors; that the rate from the Clearfield 
district should not exceed the Pittsburgh rate by more than 
25 cents; that the rates from the Altoona, Bellwood, Vitondale, 
Spangler and Cherry Tree districts should not exceed the Pitts- 
burgh rate by more than 15 cents and that the long standing 
differential of Reynoldsville district 15 cents over Pittsburgh 
be perpetuated or increased. 

The Southern Ohio Coal Operators, in exceptions to the 
report of the Commission in 101 I. C. C. 518, said that the 
Commission was in error when it said the relief desired by the 
southern Ohio men was outside the issues presented by the 
complaints. The Ohioans asserted that the whole lake cargo 
coal rate situation was before the Commission for adjustment, 
and that it had full power to do the just thing so far as the 
rate situation was concerned. They said the complainants in 
this case had alleged the rates from southern Ohio unduly pre- 
ferred those districts and that, therefore, the southern Ohio dis- 
tricts, having the same rates as No. 8, and Cambridge districts 
in Ohio, had the right to defend those rates and ask, as they 
did, continuance of the present relationship as between the Ohio 
and Pennsylvania districts and more favorable rates in compar- 
ison with the more southern districts. 
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February 5, 1927 


WESTERN CLASS RATE HEARING 


(Special Correspondence from Omaha) 


Executives of a number of western roads gathered in 
Omaha to testify in favor of their request for an increase in 
class freight rates in the middle west. Some of the proposed 
rates represent increases of more than 100 per cent but, as 
only about 17 or 18 per cent of the railroads’ tonnage is carried 
under these rates, the officials are pointing out that their in- 
creased revenue on all classes of traffic would amount to only 
about 5 per cent. 


The first executive on the stand January 28 was L. C. 
Fritch, vice-president of the Rock Island. Said he: 


I estimate that, for a line of our character, operating 8,022 miles 
of railroad in 14 states and 5,044 miles in 11 states involved in this 
hearing, for the next five years we will need $125,000,000, or an 
average of $25,000,000 annually. Our budget for 1927 which already 
has been made up contemplates an expenditure of $28,187,745. 

Our new requirements for the next five years may be divided 
into two classes: roads and structures, $82,500,000, and new locomotives 
and equipment, $42,352,500. 


He went into a detailed explanation as to how some of the 
expenditures would be made and said that improvements were 
contemplated in many parts of the country. At Minneapolis, 
he said, the Mississippi River bridge of the Rock Island would 
have to be replaced in a few years at a cost of $650,000. He 
cited the need of new freight houses at Omaha, Oklahoma City, 
Dallas, Fort Worth, and Wichita and said money would have to 
be available in a short time to build them. Attention was 
called to the fact that the straightening of the Chicago River 
would cost 15 railroads, including the Rock Island, approxi- 
mately $3,000,000 for necessary terminal changes. He spoke at 
length on what he said was an ever-important problem of 
grades. Said he: 


I have heard it said that the railroad that has five-tenths of 
1 per cent grade is never going into the hands of a receiver and 
the more I study the problem of grades I am beginning to believe it. 
Excessive grades are costing the railroads large sums of money today 
but these expenditures are most certainly warranted because of the 
economies resulting. The reason is clear. The railroad with less 
than a five-tenths per cent grade can haul large trains. The New 
York Central and the Lake Shore line are outstanding examples 
of railroads with little or no grades. 

Unfortunately, the Rock Island has made grades—some of them 
over 1 per cent. We are gradually eliminating these and, in our 
budget for five years hence, we have listed: roadways, $5,000,000; 
ballasting, $4,000,000; new rails, $7,500,000; bridges, $4,000,000; grades, 
$2,500,000; track elevations, $10,000,000; and grade reductions, new 
lines and extensions, $25,000,000. . 


He said the carriers were being pressed from every quarter 
for new stations and that these requests could not be ignored if 
the carriers hoped to keep the good will of the communities 
requesting them. He cited the new station at Moline, Ill. 
which, he said, had been constructed at a cost of $143,000 as 
compared to a cost of $7,200 for the station it replaced. 

He gave warning that the railroads were looking for a coal 
strike and were storing coal for a strike-emergency. He said 
a of the roads had been storing coal for a five months’ 
supply. 

Contending that the railroads would suffer heavy financial 
losses from a coal strike, and the prospect of wage increases, 
he said an increase in class rates was imperative. 


H. E. Byram, one of the receivers of the Milwaukee, said 
his road had paid no returns to owners of approximately $233,- 
000,000 of outstanding stock since 1917. He said that, in 1923, 
the earnings exceeded the fixed charges by $207,686. 


The road, he testified, earned 2.44 per cent on its invest- 
ment in 1926. The large area served by the road, its many im- 
portant terminals, and its 16,398 miles of all tracks operated, 
presented a situation such that, to meet developments and the 
necessary changes required by shippers and public authority, 
about $17,000,000 per annum of new money should be added to 
the property for the next eight years. He said an increase of 
10 per cent in class rates would be necessary for his road, as 
well as for all the other carriers in western trunk line territory. 

L. J. Wilcox, assistant traffic manager of the Union Pacific, 
gave testimony directed principally to explanation of light load- 
ing of less than carload freight in branch line territory and 
Colorado common point rates east. 

The first class rate to eastern Colorado common points, he 
said, was $1.76 per 100 pounds. The rate did not prevail until 
a point 480 miles west of the Missouri River was reached and, 
therefore, would not affect towns in Nebraska or Kansas. He 
testified also for Traffic Manager Williams, of the Denver, Rio 
Grande and Western. 


A. B. McDonald, statistician for the Santa Fe, said less than 
Carload freight was much less dense on branch lines than on 
main lines in this territory. 

J. H. Doggreell said that automobiles had taken away 
from the railroads some less-than-carload shipments in the 
Kansas-Missouri territory served by the Frisco, of which he is 
superintendent of transportation at Springfield, Mo. He said 
trucks had often forced carriers to operate cars with light 
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traffic where the only need for cars was maintenance of regular 
schedule. 

Hard luck stories by two railroad receivers in support of 
the carriers’ contention and the inference that it was unwise 
to include eastern Colorado common points in the hearing were 
heard Saturday. 

W. H. Bremner, of Minneapolis, receiver for the Minne- 
apolis and St. Louis, said his road had no credit, while W. G. 
Bierd, receiver of the Chicago and Alton, complained that the 
cost of operating railroads had been taken out of the hands of 
the owners and was largely fixed by law. 

The session opened with L. G. Wilcox on the stand. He con- 
tended that at no time had the Western Trunk Line roads con- 
sidered eastern Colorado common points within the territory. 
The rates already in effect in eastern Colorado, which had 
been agreed on by the carriers, was the best adjustment that 
could be made for that territory, he declared. Said he: 


I doubt the propriety of fixing eastern Colorado common rates 
at this hearing. It will compel a demand for changes in the Los 
Angeles and intermountain territory and will affect the whole struc- 
ture from Los Angeles east to Las Vegas, N. M. There is a jealously 
guarded relationship between the rates that apply in Colorado and 
Utah. When you change one the other must be changed and the 
Utah conditions will also govern Montana. If a change is made in 
the rates from the Missouri River cities to Colorado common points 
it will also affect the rates in Utah. 


Ultimately the same condition will obtain as to El Paso rates also. 
The border line territory, which is eastern Colorado common points, 
should be included in the general investigation of class rates for 
intermountain territory. 


Mr. Bremner asserted that, if the rate reduction of 1922 
had not been made, his railroad would not be in the hands of 
a receiver, that, with the reduction, came an increase of 110 
per cent in wages and a decrease of 8.26 per cent in working 
hours in 1925 as compared with 1915. 

In all lines of railroad operation and maintenance there 
had been a big advance in costs, he testified. Soft wood ties 
that cost 55 cents each in 1915 now cost $1.02; coal that cost 
$1.50 a ton then cost $2.50 per ton; fir lumber that cost $17.78 
per 1,000 feet in 1915 now cost $39.50, while brass castings that 
cost $15.35 per 100 pounds in 1915 now cost $22.10. In the 
same period there had been an increase of 74 per cent in taxes. 
Said he: 


Although the volume of our traffic has increased in the last three 
years, there has been a decrease in the revenue. We are unable 
to carry on a rehabilitation program. We need new locomotives 
and cars. We are using machines and tools in our shops that are 
40 years old. An increase in operating revenue is absolutely neces- 
sary if we keep this road going, and this must be provided by an 
increase in the class rates. 


‘What is the financial credit of your road now?” he was 
asked. 

“It hasn’t any,” he replied. “Tonnage revenue fell off in 
December of 1926 and in the first two weeks of January of the 
current year.” 

“Have you any hope for a substantial tonnage increase dur- 
ing the first six months of the present year?” 

“No, we will consider ourselves lucky if we can break even.” 

Mr. Bierd said: 


Costs are being advanced beyond the possibilities of railroad 
maintenance unless relief is given in the shape of increased class 
rates. Locomotive costs are 300 per cent higher now than they were 
in 1915; freight cars have increased 110 per cent and passenger 
equipment 140 per cent in cost during the same period. 

A complete new rate structure must be made to meet these con- 
ditions, especially in view of the fact that we are now facing the 
highest cost of railroad labor ever known. 


At the afternoon session the testimony was confined to 
eastern Colorado common points. 

J. E. Buckingham, general freight and passenger agent of 
the Colorado Southern, told of the historic conditions of com- 
petition among the mountain roads of Colorado and Wyoming 
which produced a chaotic condition of rates. 

The Colorado Southern, he said, was built through the 
foothills of Colorado and Wyoming, where heavy grades pre- 
vailed and where the traffic hauling conditions varied greatly 
because of gradients. 

His evidence on this point was supplemented by E. E. 
Mitchell, superintendent of the northern division of the road, 
who said that a heavy locomotive that, on the prairie section of 
the railroad, would haul 8,500 tons, on the mountain section 
could haul only 850 tons. 

Explaining the breaking point at which the eastern Colo- 
rado common point would prevail, and where the application 
of the increase over the Missouri River base rates would apply 
under the new percentage relationship of class rates in West- - 
ern Trunk Line territory, J. C. La Coste, assistant general 
freight agent of the Chicago, Rock Island and Pacific, said that, 
from Kansas City, the eastern common point rate would apply 
at Genoa, Colo., 489 miles west of Kansas City. Genoa is 100 
points east of Denver. 

E. R. Lincoln, of the Missouri Pacific, testified that, on the 
line of the Missouri Pacific, running west from Kansas City, 
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to Pueblo, which parallels the Santa Fe much of the way, the 
rate would apply at Horace, Kan., which is on the Kansas-Col- 
orado line. Horace-is 170 miles east of Denver. 

Statistical testimony, showing cost of train operation on 
the different roads in the territory, volume of car loadings and 
percentage of class rates under the new schedule, was jn- 
troduced. 

So far as investment purposes are concerned, the credit of 
the western railroads is shot to pieces, according to the testi- 
mony Monday of F. R. Dick, investment banker of New York, 
member of the firm of Roosevelt and Son. 

William Roosevelt, senior member of his firm, he said, was 
chairman of the security holders’ committee for a fair return, 
the members of which hold bonds of the roads operating in 
Western Trunk Line territory to the extent of $285,345,000. 

In the last few years the stocks and bonds of several of the 
lines represented had been stricken from the list of invest- 
ments that could be legally purchased by savings banks in the 
states of Massachusetts and New York by trustees of estates 
and trust companies and, in some instances, by life insurance 
companies, he said. Besides this legal prohibition, he said, 
there were investment corporations that voted to prohibit their 
officers from investing new money in any of the railroad secur- 
ities, while others permitted only the purchase of first mortgages 
and bonds of certain railroads. 

Asked what were the causes of this lack of credit by the 
Western Trunk Line railroads, which he declared was the most 
unpopular railroad credit territory in the United States, he 
said it was due to déstruction of values of securities and de- 
fault of interest and dividend payments. 

“In the last five years,” he said, ‘$1,162,181,000 of values 
of invested railroad securities have disappeared.” He testified 
that the value of the property in Western Trunk Line territory 
that realizes no returns amounts to $760,000,000. Roads stricken 
from the investment list by eastern savings banks, trustees, 
and life insurance companies were the Chicago, Milwaukee 
and St. Paul, the Chicago, Minneapolis and Omaha, the Soo, 
the Minneapolis and St. Louis, and the Chicago and Alton. 


He showed that the total wealth of the states included in 
Western Trunk Line territory had increased, from 1912 to 1922, 
from $50,438,000,000 to $76,118,000,000, or 81 per cent; the rev- 
enue tons per mile, in the same period in the same territory, 
had increased 30.2 per cent; revenue tons per mile had in- 
creased 36.7 per cent; the revenue tons per train, 36.2 per cent. 
In 1912 the market value of all railroad bonds and stocks in the 
territory was $2,709,276,000 and in 1922 it was $2,327,487,000, a 
decrease of $381,789,000, or 14.0 per cent. 

The decline in the values of the securities of the various 
roads in that period, he testified, was as follows: 


Chicago & Northwestern, $25,161,000; Chicago, St. Paul, 
Minneapolis & Omaha, $4,476,000; Great Northern, Northern 
Pacific, and C. B. & Q., $145,386,000; Soo Line, $14,499,000; 
Chicago & Alton, $20,036,000; Chicago Great Western, $27,- 
082,000; Chicago, Milwaukee & St. Paul, $125,213,000; Minne- 
apolis and St. Louis, $14,036,000. 

He showed that there had been a shrinkage in the stock, 
protection for the funded debt, 1912, compared with 1926, as 
follows: 


Chicago & Northwestern, from 122 to 56; Chicago, St. Paul, 
Minneapolis & Omaha, from 118 to 49; Great Northern, North- 
ern Pacific and Chicago, Burlington & Quincy, from 77 to 46; 
Soo lines, from 51 to 10; Minneapolis & St. Louis, from 12 to 
1; Chicago, & Alton, from 14 to 2; Chicago, Great Western, 
from 55 to 37; Chicago, Milwaukee & St. Paul, from 115 to 7. 

He said that an 8%4-point rise in the operating cost would 
wipe out the margin of protection for the Burlington group. 


How the railroads, under the proposed new schedule of 
mid-western class freight rates, would fix tariffs between points 
served by a single line of railroads and also by a combination 
of carriers was explained by E. B. Boyd, of Chicago, chairman 
of the Western Trunk Line committee. 

He was recalled from Chicago to state whether the long or 
short haul in such cases would be used as a mileage basis. 
Following is his answer as to how the carriers proposed to 
apply their new schedule of rates on both long and short-haul 
railroads: 


1. The short single line mileage will be used, unless by com- 
bination of not to exceed three lines, the short single line mileage 
can be reduced by more than mileage blocks where such single line 
mileage is 200 miles or less, and by more than one mileage block 
where such single line mileage is over 200 miles, in which case 
such combination mileage will be used. 

2. Where there is no single line between origin and destination, 
combination mileage over the two lines will be used, or combination 
over three lines will be used when such mileage reduces the two-line 
mileage by more than two-mileage block, where such tw6 line mileage 
is 200 miles or less and by more than one mileage block where such 
two-line mileage is over 200 miles. 

3. When more than three lines are required to reach destination, 
only such additional lines as are necessary will be used in computing 
a combination mileage. 

4. Combination mileages will be computed only via junction 
points where there are track connections for the interchange of 
carload traffic without transfer of lading. 
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5. Lines under one management or control will be construed 
as one line. 

6. Where in a combination mileage a single line is used more than 
once, it will be construed as a separate line each time so used. 

In computing combination mileages, only the regular and service- 
able routes over which traffic ordinarily moves will be used. 

Through interterritorial mileages between groups east of the 

western boundary line of Scale 1 territory and points west thereof, 
will be the lowest combination of mileages through any one gateway 
located on said boundary line, the mileages to and from the gateway 
to be computed in accordance with rules 1 to 7 inclusive. When 
shorter through mileages can be computed via other routes in ac- 
cordance with rules 1 to 7 inclusive, they will be used. 


M. J. Healey; of Topeka, general counsel for the Kansas 
commission, speaking for the combined state commissions, at 
the conclusion of Mr. Boyd’s answer, demanded that the car- 
riers be required to give specific first class rates from a num- 
ber of large shipping points to destinations between which 
there were long and short hauls. 

Commissioner McManamy ordered data on the following: 


1. From Kansas City to all stations on the Atchison, Topeka and 
Santa Fe and Missouri Pacific railroads in Kansas. 

; om Omaha to all stations on the Burlington and Rock 
Island railroads in Nebraska. 

. From Chicago to all stations on the Northwestern and Milwau- 
kee railroads in Wisconsin. 


. From St. Louis to all stations on the Wabash and Burlington 
railroads in Missouri. 


. From Chicago to all stations on the Great Western and the 
Rock Island in Iowa. 


From St. Paul and Minneapolis to all points on the Milwaukee 
and Great Northern railroads in South Dakota. 
. From the Twin cities to all points on the Great Northern 
and the Soo lines in North Dakota and Minnesota. 
From Omaha to all points on the Union Pacific in Colorado, 


and also from Kansas City via the Union Pacific to Pueblo, Trinidad 
and Denver. 


From Omaha to all points in Wyoming on the Burlington road. 


Mr. Healey said that as soon as the commissions got an 
idea as to how the carriers proposed to apply their first class 
rates between the above mentioned points the traffic men 
would have some base for figuring the other class rates proposed. 

“T’m not so sure that many of us understand just how the 
carriers would apply the rates,’ Mr. Healey said. “Therefore 
we want specific data rather than theory.” 

A. F. Cleveland, of Chicago, assistant freight traffic man- 
ager of the Chicago and Northwestern: railroad, outlined what 
he termed discriminations in the intrastate and interstate rates 
in South Dakota and Nebraska. 

He said that, in both states, his company’s intrastate and 
interstate rates were substantially lower than those already 


allowed by the Commission in southern and southeastern terri- 
tories. 


That South Dakota did not fulfill the ambitions of its early 
day railroad promoters and that it is still a branch line state, 
with 75 per cent of its tonnage carried on lines whose light 
rails and many of their ties were laid 40 years ago, was the 
testimony of H. M. Hicholz, assistant general manager of the 
Chicago and Northwestern. 


He pictured the boom period of the state and then the 
succeeding depression and loss of population. It would take 
an increase of 100 per cent in the population of the state, he 
said, to make its railroads self supporting, even with increased 
freight rates. 

E. W. Soergel, assistant to the traffic manager of the Chi- 
cago, Milwaukee and St. Paul, contended that interstate class 
rates should be applied to South Dakota to get away from 
discrimination. 


Class freight rates between Omaha and South Dakota points 
on the Northwestern and Milwaukee would be substantially in- 
creased by the proposals of the western trunk lines. New 
schedules proposed by the carriers for these hauls on first class 
freight per 100 pounds show: Omaha to Yankton, present first 
class rate, 85 cents, proposed rate, 99 cents; Omaha to Mitchell, 
present rate, $1.05%, proposed rate, $1.36; Omaha to Sioux 
Falls, present, 97 cents, proposed, $1.22; Omaha to Milbank, 
present, $1.52, proposed, $1.71; Omaha to Mobridge, present, 
$1.66, proposed, $1.85; Omaha to Aberdeen, present, $1.37%4, 
1 ia $1.52; Omaha to Madison, present, $1.06, proposed, 

Rates on other classes of freight in less than carload lots 
between these same points would be proportionately increased. 

B. F. Moffatt, assistant freight traffic manager of the Min- 
neapolis and St. Louis, and A. F. Cleveland, assistant freight 
traffic manager, Northwestern, also testified that operating con- 
ditions were such in South Dakota and density of freight traffic 
so light that class rates there ought to be proportionately 
higher than in other nearby states. 

C. H. Buford, assistant general manager of the Milwaukee, 
testified that “the most troublesome water to be found along 
our railroad is in South Dakota,” explaining that it had to be 
treated chemically before it could be used in locomotive boilers. 

The contention of the carriers in all of the state cases that 
have been submitted, was to the effect that state rates should 
be made in harmony with the interstate rate proposed for ap- 
plication to Western Trunk Line territory. It is the carriers’ 
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idea to place common points on a parity, with the mileage 
yardstick to apply in the computation of rates. 

The economical effects of this, it is argued, would be to 
destroy the prestige of the large Missouri River cities as job- 
bing centers in that it would create and develop jobbing cen- 
ters at interior points. This would be effected by the breaking 
down of the Missouri River rate, which is now of a preferential 
character, yet the Mississippi River rate would not be materially 
disturbed and the condition of discrimination would still be 
beneficial to those cities. 

It is argued that the new classifications and rates would 
stimulate the growth and development of the chain store. 

A mass of statistics has been submitted by the carriers. 
Shippers and state commissions Tuesday asked that 60 days 
elapse from the conclusion of the testimony of the carriers so 
that the evidence can be digested for cross examination. 

Examiner W. H. Wagner plans to hold one day hearings in 
the following cities, to take testimony of shippers in opposition 
to the case built up by the railroads here: Omaha, Fargo, 
Lincoln, Kansas City, St. Paul and Minneapolis, Chicago, To- 
peka, and possibly one or two other points. 

That the Great Northern and Northern Pacific would con- 
tinue as competitive systems, even though consolidated, was 
stated by J. G. Morrison, general freight agent of the Great 
Northern. The answer was brought out by a question raised 
as to the “yardstick” that would be applied in computing mile- 
age as the basis of rate charge. 

Mr. Morrison replied that the Boyd rule would be applied 
in joint haul service. He had explained that, at junction points 
where the Northern Pacific had the short haul and the lower 
rate, his road, with other competing roads, had to meet the 
lower Northern Pacific rate. 

Mr. Morrison was on the stand all of Tuesday afternoon 
and his testimony supported the contention of the carriers 
that, in North Dakota and Minnesota territory, there is distor- 
tion and discrimination in rates. 

He testified that, in the event the Commission accepted 
the roads’ proposal for a new rate structure with relative per- 
centages of charges, the state commissions should also revise 
existing rates to do away with discrimination and distortion. 

Midwestern shippers will have opportunity to oppose the 
application of the western trunk lines for an increase in class 
freight rates in this territory, at a hearing to start in Kansas 
City, April 7, Commissioner McManamy announced Wednesday. 

The carriers are expected to end their direct testimony 
here by Saturday night and then adjournment will be taken 
until the Kansas City hearing to enable shippers’ representa- 
tives and commissioners of the various states an opportunity 
to digest the hundreds of exhibits introduced. 

At the conclusion of the shippers’ case at Kansas City and 
cross-examination of carriers’ witnesses, various cities through- 
out the middle west will be announced where the Commission 
will hold hearings to take additional shipper testimony. Pro- 
vision will then be made for another Omaha hearing. 

The Commission at the Wednesday afternoon session turned 
its attention to the Iowa class rates, the carriers calling as 
their first witness H. M. Hicholtz, of Chicago, assistant general 
manager of the Northwestern, who testified that the state did 
not lend itself to many of the most economical operating 
Policies. He called attention to numerous washouts and to 
what he termed frequent disappearance of trackage between 
Council Bluffs and Sioux City, and, in general, to higher oper- 
ating costs in the state. 


State Commissioner Lewis, of Iowa, who has been sitting 
in an advisory capacity with Commissioner McManamy and 
commissioners of other midwestern states, said that, in view 
of Mr. Eicholtz’s testimony he thought it would be well for 
the Northwestern to submit data showing exact excess operating 
cost in Iowa due to the elements, in comparison with such costs 
in other states, and this the rail officials agreed to do. 

“I think that as Iowa is credited here with being the most 
expensive state in which to operate a railroad we should have 
something to make a comparison with other states,” said Com- 
missioner Lewis. Mr. Eicholtz said he did not think his testi- 
mony could be construed to mean that Iowa was ‘the most 
expensive state.’ 

“Every effort has been exerted on the line from Clinton 
to Council Bluffs to favor economical operaticn,” testified Mr. 
Eicholtz. “The line crosses east and west a drainage system 
Tunning generally north and south. While the relief between 
the summits and the stream bottoms is not great, it makes 
4 very broken grade line, with many short grades.” 

Grain was on the downgrade as a shipped product in Iowa, 
the witness added, calling attention to the fact that, since 1921, 
lowa grain had declined in railroad tonnage from 1,491,000 to 
1,307,000 in 1925. He added: 


On the other hand, cattle and hogs were 334,521 tons in 1910 
and 699,708 tons in 1925. Fresh meat shipments have increased 
he same way, and as the result of the conversion of corn and 
grain into cattle and hogs, the railway revenues have been at a 
standstill while the value of the farms in the-state has increased 
from nearly $4,000,000,000 in 1910 to about $8,500,000,000 in 1925. 
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Iowa is a state whose climate, soil, and rain storms,: which 
make trouble for the railroads, are all particularly suited to the 
growing of corn. About 98 per cent of the state is under cultiva- 
tion, and a great part of this is annually planted to corn. It would 
be expected that as this has come about gradually, our traffic 
in corn, which travels in heavy loads, under long hauls and equip- 
ment for which we can secure a backhaul, would increase in the 
same proportion. This has not been the case, however, as par- 
ticularly favorable rates for the transportation of stock and 
meat products, both of which are unusually expensive to handle, 
moving in a class of cars which must be returned empty and 
requiring expedited service with attention en route and on which 
we have at various times failed to secure any relief in the way 
of increased rates, has replaced the corn movement, 


Representatives of several of the larger Minnesota rail- 
roads appearing at the hearing asked that hundreds of kinks 
in the intrastate class rates of that state be ironed out, where 
they conflict with interstate rates. 

Due to a Minnesota law, the witnesses explained, the 
situation could not be corrected by the Minnesota commis- 
sion, but the belief was expressed that the Interstate Com- 
merce Commission could make proper adjustments. e 

P. B. Beidelman, assistant general freight agent of the 
Great Northern, testified that, under the Commission’s rulings 
of late in 1924, fixing new and higher scales of interstate rates 
for the Fargo, N. D., and Watertown, S. D., trade territories, 
both of which include many jobbing points in western Minne- 
sota, the intrastate rates within Minnesota were thrown out of 
balance. He explained that the jobbers in Minnesota were 
enjoying lower class rates than other jobbers in the Fargo and 
Watertown territories. 

Generally the carriers in Minnesota are proposing higher 
class rates in northern and western parts of the state, Mr. 
Beidelman explaining that this condition was due to density 
of population and freight. He said Minneapolis and St. Paul, on 
the western line of the thickly populated territory, necessarily 
could not have the same class rates east and west when the 
density of population and traffic in either direction was consid- 
ered. The same situation would apply north and south of the 
Twin Cities, the general population to the north being consid- 
erably lighter than to the south. 

A demand was made by M. J. Healey of the Kansas com- 
mission, spokesman for the various state commissions repre- 
sented at the hearing, for a six-day traffic test to ascertain 
the percentage of revenue increase that would be produced 
under the proposed new rates of the carriers, as contrasted with 
present rates in Western Trunk Line territory. 

Commissioner McManamy ruled that the shippers, state 
commissioners, and carriers should submit their written state- 
ments concerning the demand to the Commission sitting as a 
body at Washington, D. C., by Wednesday of next week, so that 
the Commission could act on the demand. 

State commissions and shippers, Mr. Healey said, would 
like to cooperate with the railroads in such a test. 

The state commissions and carriers say that a traffic test 
of this character will have to be made so as to show the prac- 
tical revenue production of the proposed new rates in order 
to ascertain the increase of revenue that would accrue if the 
new rates were made effective. 


“The conducting of such a test,” said Wallace Hughes, 
counsel for the carriers, “would entail an immense expense. A 
new force of accountants would have to check all less than 
carload tonnage at every station on all of the lines affected. 

“It would cost, if thoroughly carried out, at least $200,000. 
The state commissions and shippers would shoulder no part 
of the costs. It would have to be borne by the carriers alone.” 

If the Commission rules that the traffic tests must be made, 
the formula will be prescribed by that body. Shippers and state 
commissions will use the results in cross-examinations of the 
carriers. 

In the event the proposals for a new rate structure are 
accepted by the Commission, the Central Freight Association 
will withdraw its present rate classification and seek to be on 
a parity with eastern trunk lines, Eugene Morris, chairman of 
the Central Freight Association, testified Thursday afternoon. 

Intraterritorial rate testimony was introduced for the first 
time in the hearing. Mr. Morris, referring to the decision of 
the Commission which made Indiana rates to the Missouri. 
River cities dependent on the Illinois rates, said that in event 
the Commission accepted the new rate structure proposed by 
the western trunk lines carriers the Central Freight Association 
would desire a freight change that would be in conformance, 
from Croydon, Ind., west to the Missouri River, using the rate 
there as a maximum and assuming a proportional relation. 

If this were not granted, he said, the increased rate from 
Chicago and St. Louis would produce a condition of discrimina- 
tion in Illinois that would be discrimination in relation to 
Indiana rates. 

“In other words,” he said, “we would seek to establish a 
rate basis to the Missouri River and intermediate points that 
would be proportional to eastern trunk line rates, plus the 
Western Classification. This would result in the forming of 
a new joint rate.” 

L. H. Kentfield, of the eastern trunk line auxiliary com- 
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mittee, representing the eastern trunk lines, as well as the 
New England railroads, testified for the Atlantic region. 

He said the only proposal he would submit for his territory 
was that the overhead rates from eastern trunk line territory 
apply to the west and northwest to the Mississippi River, or to 
the Chicago and Twin City rates, plus the western trunk line 
classification under the new proposals with the Missouri River 
city rates as the maximum. 

Commissioner McManamy returned Wednesday night to 
Washington, and the investigation for the rest of the week was 
in charge of Examiner Wagner. 

Thursday morning’s session was devoted to the testimony 
by Iowa and Minnesota carriers, showing the chaotic condition 
of intrastate freight rates on less than carload lots as related 
to interstate rates. 

The “hand-to-mouth” buying by retail merchants in country 
towns, which necessitated expedited train service and resulted 
in lighter loading of cars, was stressed. A. W. Towsley, assist- 
ant.to the president of the Rock Island, illustrated the expense 
entailed in train operation on local and branch line territory. 
Overtime expense accrued, he said. 

On branch lines engineers get 52 cents a hundred miles, 
firemen, 40 cents a hundred miles, conductors, 52 cents, and 
brakemen, 40 cents a hundred miles more than crews on the 
through trains. 

W. A. Card, general superintendent of the Burlington lines 
in Iowa, told of the physical condition of the branch lines on 
his system in that state. Most of the branches, he testified, 
were located in poorly drained territory, subject to floods, and 
roadbeds were frequently washed out and new grades are 
necessary. 

Because of heavy grades on some of the branch lines train 
tonnage was cut to 1,000 tons a train, all of which increased 
operating costs, which was further accentuated by light loading 
of cars and expedited service required by hand-to-mouth buying 
on the part of patrons. All this testimony was to support the 
carriers’ contention that increased operating revenues were 
necessary. 


ASK HOCH-SMITH ENLARGEMENT 


Eastern railroads serving the territory east of the Missis- 
sippi and north of the Ohio have asked the Commission to en- 
large No. 17000, Rate Structure Investigation (Part 4) relating 
to petroleum and its products, by including No. 15584, Sinclair 
Refining Co. et al. vs. Ahnapee & Western et al.; No. 15585, 
Miller Petroleum Co. vs. Atchison, Topeka & Santa Fe et al.; 
No. 16065, Barnsdall Refining Co. vs. Louisiana & Arkansas et 
al.; and No. 16066, North Texas Petroleum Traffic Bureau vs. 
Louisiana Railway & Navigation Co. et al., that group of cases 
being called by the Commission, Midcontinent Oil Rates, 1925, 
report in which was made 1926, 112 I. C. C. 481 (see Traffic 
World, July 3, 1926). The railroads, in that case, were given 
120 days in which to publish the rates approved, reductions to 
points in Western Trunk Line territory, generally speaking, es- 
pecially from Kansas City group, and an increase from the Tulsa 
group in Oklahoma, No. 3, from 36 to 39 cents, to Chicago. The 
railroads did not comply. A definite order requiring them to 
comply was issued under date of January 14. 


The petitioning railroads have asked the Commission to 
modify its order of January 14 so as to provide that the measure 
of all rates, as well as the relationship between rates from 
common points to St. Louis, and rates from the same points 
to Chicago, prescribed in that order, shall be subject to revision 
and adjustment as and to the extent that the testimony in No. 
18458, the general petroleum investigation instituted before the 
Commission began making general inquiries parts of No. 17000, 
and No. 17000 (Part 4) may require; that for the purposes 
mentioned the scope of those investigations be broadened and 
enlarged so as to include the issues in Mid-continent Oil Rates 
1925. 


Protection of their revenues is the purpose of the eastern 
carriers, with which is associated, as a petitioner, the Wabash, 
the lines which cross the Mississippi, making that carrier both 
a trans-Mississippi and cis-Mississippi carrier. 

As a method for doing that they suggest increases west of 
the Mississippi and putting a stop to the eastward movement 
of the hump that once rested along the Illinois-Indiana line but 
was moved over to the Michigan-Indiana-Ohio line by the Com- 
mission’s decision in No. 14087, Indiana State Chamber of Com- 
merce vs. Atchison, Topeka & Santa Fe et al., 96 I. C. C. 485, 
in which Indiana was sliced into five or six groups and rates 
graded upward from Chicago to the Ohio and Michigan line 
where the higher level of rates now has its beginning. The 
carriers, in their petition, suggest that unless something be 
done that that leveling of rates will proceed to the eastward, 
resulting in depriving them of revenues to which they are en- 
titled. 

In substance they assert that the rates now in existence 
in Western Trunk Line territory and between the Mississippi 
and thé Ohio-Indiana line are grossly subnormal, due to the pre- 
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scription or approval of grossly subnormal rates in Midcontinent 
Oil Rates, 1915, 36 I. C. C. 109. 

The carriers declare that the testimony already taken in 
No. 17000 (Part 4), in their opinion, show that the producers, re- 
finers and shippers of petroleum are interested almost wholly 
in the relationship of rates and that the measure of rates is a 
secondary, if not a minor consideration; that all the products 
can move and do move freely on a much higher level of rates 
now in effect generally; that that is especially true of the level of 
rates within Western Trunk Line territory and particularly of 
the rates from the mid-continent field to St. Louis and Chicago, 
and that any reduction in the level of rates would not, directly 
or indirectly, redound to the permanent. benefit of any producer 
or consumer of any of the petroleum products. 

Discussing the old case, Midcontinent Oil Rates, 1915, the pe- 
titioners said the Indiana attack, No. 14087, was based chiefly 
upon the alleged improper relationship of those rates to the 
rates from the same points of origin to Chicago; that the Com- 


mission’s decision in Midcontinent Oil Rates, 1925, was largely . 


influenced by the rates fixed in the 1915 case; that the rate of 
17 cents to St. Louis in effect prior to the 1915 decision was 
“grossly subnormal” as a result of keen carrier competition 
incident to the development of oil production in Oklahoma; that 
the Commission so found and prescribed a rate of 20 cents in 
lieu thereof “which, as your petitioners are prepared to show, 
was still grossly subnormal and wholly inadequate.” 

From the figures they use the attorneys for the eastern rail- 
roads conclude that the present rate to Chicago should be not 
less than 47 cents instead of 39 as ordered in the order of 
January 14, the modification of which they request so as to 
have the whole question of rates from the mid-continent field 
to the western part of Official Classification territory rendered 
fluid and subject to disposition in No. 17000 (Part 4). They 
figure that the difference in rates to St. Louis and Chicago should 
be not less than 17 cents, the local rate from St. Louis to 
Chicago being 17.5 cents. They assert that the difference of 7 
cents prescribed in Midcontinent Oil Rates, 1925, is entirely 
too low. 

In addition to all that the ypoint out that the refining inter- 
ests in the southwest, in their testimony in the general inquiry 
thus far have submitted proposals which, if adopted, directly 
or indirectly would reduce rates to each and every point east 
of the Mississippi and compel drastic reductions in the revenues 
of the carriers, the exact amount of which they said could not 
be adequately estimated at this time but which they said they 
knew would amount to many millions a year. 

Not only, according to the petitioners, were the rates pre- 
scribed in 1915 grossly subnormal but they say the same thing 
about the rate of 39 cents from the Tulsa group to Chicago, 
prescribed in the order of January 14, modification of which 
they request. They point out that the rates prescribed in the 
Indiana State Chamber of Commerce case are subject to revision 
in the Hoch-Smith inquiry and they think the same should be 
true of rates in the Midcontinent Oil Rates, 1925 case. 


RAILWAY MAIL PAY CASE 


The Commission, by division 1, in No. 9200, railway mail 
pay, has issued an amendment to its order of January 5, 1927, in 
the form of an addition to the third paragraph, prescribing rates 
of pay for the Utah Railway, Arcata & Mad River, Bullfrog 
Goldfield Railroad, Great Western Railway, Magma Arizona 
Railway, Midland Terminal, Montana, Wyoming & Southern, 
Nevada-California-Oregon Railway, San Joaquin & Eastern, Vir- 
= & Truckee, Eureka-Nevada Railway, and Trona Railway, as 
ollows: 


For each mile of service (1) (2) (3) 

Cts. Cts. Cts. 

By a 30- foot storage space.............6. 37.5 45 56.25 
By a 15-foot storage SpCe......ccccccoccece 20 24 30 

By a 15-foot closed-pouch space............ 25 30 37.5 





(1) For railroads over 100 miles in length. (2) For separately op- 
erated railroads not exceeding 100 miles in length and not less than 
50 miles in length. (3) For separately operated railroads less than 
50 miles in length. 


MODIFIED PROCEDURE DOCKET 


Commissioner Meyer has announced that it has been de- 
cided to place docket No. 19086, Columbia Glass Co. et al. vs. 
Santa Fe et al, I. C. C. docket No. 19146, Knoxville Freight 
Bureau et al. vs. Southern et al., and docket No. 19129, Jackson 
Traffic Bureau vs. Chicago & North Western et al., on the modi- 
fied procedure docket and to withdraw No. 19068, Northwestern 
Livestock Shippers’ Traffic League vs. Great Northern et al., 
from that docket. The case will be set for hearing in regular 
course. 


CHANGE IN DOCKET 
In I. and S. 2841, first supplement, grain between Kansas, 
Nebraska, Missouri, and Oklahoma, was assigned for hearing 
February 4 at Oklahoma City, Examiner Disque. 
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Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts ; 


taken from Reporters and ests of National Reporter 
ystem, published by West Publi 


‘oe Co., St. Paul, Minn. 

Copyright by West Publishing Co.) 

(eet ene, Aaa een 
LOSS OF OR INJURY TO GOODS 

(Court of Civil Appeals of Texas, Amarillo.) Evidence as to 

conversion by railroad of oil well casing billed for shipment 


by other than owner held to present question of fact for 
(Traweek v. Pecos & N. T. Ry. Co. et al., 288 S. W. Rep. 





843.) 

Member of partnership may not recover for conversion of 
partnership property, in absence of allegations of reasons why 
he should be permitted to sue and recover in his own name 
or proof of the extent of his interest in any damages that might 
be sustaned.—lIbid. 

Judgment for defendant on verdict erroneously directed in 
partner’s action for conversion of partnership property held not 
sustainable on theory that plaintiff had not alleged reason why 
he should be permitted to sue individually, plaintiff being en- 
titled to remand with leave to amend.—Ibid. 


DELAY IN TRANSPORTATION OR DELIVERY 

(Supreme Court of Iowa.) Order granting a new trial for a 
specific reason will be affirmed if warranted by any of grounds 
specified in the motion. (Dunnegan & Briggs vs. Chicago, R. I. 
& P. R. Co., 211 N. W. Rep. 364). 

In suit to recover for damages from shipment delay, exclu- 
sion of evidence that carrier had only certain track privileges 
from certain point to point of destination held error; such evi- 
dence being material and competent on one of issues.—Ibid. 

In suit for damages arising out of carrier’s delay, court was 
controlled by federal decision, case involving interstate shipment. 
—Ibid. 

In suit for damages arising out of carrier’s delay, it was 
improper for court to give instructions not supported by any 
evidence in record.—Ibid. 

Instruction copying pleadings of respective parties instead 
of stating issues in clear and concise manner was improper. 
—Ibid. 

BILLS OF LADING 

(Circuit Court of Appeals, Seventh Circuit.) One paying 
drafts accompanied by bills of lading held entitled to rely on 
indorsements on bills of lading, in absence of proof of knowledge 
of purpose of indorsement guaranteeing prior indorsements, and 
obligation of indorser thereunder was question of law. (American 
State Bank of Omaha, Neb., vs. Mueller Grain Co., 15 Fed. Rep. 
(2nd) 899.) 

Payee bank, which credited drawer of drafts with proceeds 
and indorsed accompanying bills of lading by indorsement guar- 
anteeing prior indorsements, held not a “negotiator” of bills of 
lading, within Bills of Lading Act, Sec. 34 (Comp. St. Sec. 
8604qq), and there was no implied warranty.—Ibid. 

Indorsement of payee bank on bills of lading accompanying 
drafts, reciting that bank did not guarantee genuineness of bills 
of lading, and that it was not responsible for quantity, quality, 
condition, or delivery of goods described therein, expressed 
bank’s “contrary intention,” within Bills of Lading Act, Sec. 34 
(Comp. St. Sec. 8604qq), and bank did not, by negotiating bills, 
warrant anything.—lIbid. 

Payee bank, which credited drawer of drafts with proceeds 
and indorsed accompanying bills of lading, by indorsement guar- 
anteeing prior indorsements, held at most a “pledgee,” within 
Bills of Lading Act, Sec. 36 (Comp. St. Sec. 8604rr), and did not 
warrant genuineness of bills of lading.—Ibid. 

‘Charge of “forgery” of signature must be sustained by proof 
that signature was not made by hand of person whose signature 
4 ates to be, and that it was made by another wrongfully.— 

id. . 

; Proof that name appearing as consignee’s indorsement on 
bills of lading attached to drafts was written by same hand that 
signed consignor’s name held not to sustain charge that con- 
signee’s name was forgery, in view of evidence that consignee 
was fictitious person and that consignor used such name for 
his own purposes.—Ibid. 

Evidence held to show that goods covered by bills of lading 
accompanying drafts paid by plaintiffs were not lost to plaintiff 
because of forgery of consignee’s indorsement, but because bills 
of lading were spurious, in that goods were never shipped.—Ibid. 

Indorsements calling for payment to order of any bank, and 
guaranteeing all prior indorsements on bills of lading, which 
called for delivery of property, held sufficient to put drawee of 
drafts attached thereto on inquiry as to why such indorsements 
appeared thereon.—Ibid. 

Where bank, by indorsement on bills of lading guaranteed 
genuineness of prior indorsements, below which it stamped 
notice that it did not guarantee genuineness of bills of lading, 
and that it was not responsible or quantity, quality, condition, 
or delivery of goods described therein, held at most to make it 
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liable only for genuineness of prior indorsements, and not for 
genuineness of bills of lading.—Ibid. 

Drawee, paying drafts accompanied by forged bills of lading, 
held not entitled to recover from prior indorser on theory that, 
because neither party knew of forgery, money was paid under 
mistake of fact, in absence of showing that draft was illegal, 
or of indorser’s knowledge of prior equities.—lIbid. 


Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
taken from Reporters and Digests of National Reporter 


System, published by West Pu%lishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Supreme Court of Indiana.) Ordinance requiring bus oper- 
ators to obtain indemnity insurance held not void as to operator 
receiving passengers for interstate transportation only. (Sprout 
vs. City of South Bend, 154 N. E. Rep. 369.) 

Ordinance requiring bus operators to obtain indemnity bonds, 
conditioned to pay all judgments recovered by passengers for 
injuries sustained, held constitutional.—Ibid. 

(Supreme Court of Ohio.) Where certificates of conve- 
nience and necessity have been issued by the Public Utilities 
Commission to certain individuals operating motor busses along 
a state highway, and it appears that such operators have, for 
the greater efficiency of its service as well as their common 
good, agreed upon a joint schedule, employed a common man- 
ager, shared certain expenses, purchase additional equipment 
from common funds, and agreed upon a division of profits, 
such an arrangement does not necessarily constitute a partner- 
ship unless the evidence also shows that such operators so taking 
the profits shared them not only as principals in a joint busi- 
ness, but that each had an express or implied authority to bind 
the other as principal and agent. Harvey vs. Childs and Potter, 
28 Ohio, 319, 22 Am. Rep. 387, approved and ollowed. (Southern 
Ohio Public Service Co. vs. Public Utilities Commission of Ohio,, 
154 N. E. Rep. 365.) 

While the Public Utilities Commission has power to exam- 
ine all books, contracts, records, documents, and papers of any 
public utility and by subpoena duces tecum to compel the pro- 
duction thereof, it is not required to exercise such power in a 
controversy between rival transportation agencies, where there 
is no lack of efficiency in the service nor any question of rates 
involved, nor the rights of the public concerned, and no fraud 
has intervened whereby the commission has been deceived. 
Under such circumstances, the refusal of the commission to 
order a production of the private accounts, books, papers, etc., 
of one transportation agency for the inspection of a competitor 
is neither unreasonable nor unlawful.—Ibid. 

Where it appears the Public Utilities Commission was not 
deceived as to persons to whom were issued certificates of 
necessity and convenience, and the persons receiving such cer- 
tificates were lawfully entitled thereto under the facts actually 
existing, an order refusing to revoke such certificates upon 
complaint of a rival transportation company, where the service 
is efficient and the rights of the public are not concerned, and 
no fraud has intervened, is neither unreasonable nor unlawful.— 
Ibid. ; 

(Court of Appeals of Georgia, Division No. 2.) In a suit by 
arailway company against a shipper to recover demurrage charges 
arising out of an intrastate shipment, a written schedule of 
demurrage charges, identified by a witness as “furnished” by 
the plaintiff, which was not shown to be a schedule of demurrage 
charges authorized by the state Public Service Commission, but 
which contained on its face a statement that it was “national 
car demurrage rules and charges,” was insufficient as proof of 
a schedule of demurrage charges authorized by the state Public 
Service Commission, and was properly rejected when offered in 
evidence. (Seaboard Air Line Ry. Co. vs. Trask, 136 S. E. Rep. 
106.) 

Evidence of a witness for the plaintiff, the railroad company, 
that the correct demurrage charges were certain specified 
amounts, where it appeared that his testimony was based solely 
upon a schedule of charges furnished by him by the plaintiff, 
which the witness stated contained correct charges for demur- 
rage to be made upon freight cars covering the periods during 
which demurrage charges had accrued against the car on which 
demurrage charges were claimed in this suit, was insufficient to 
establish the charges for demurrage authorized by the State 

Public Service Commission.—Ibid. 

There being no evidence of a schedule of demurrage charges 
authorized by the state Public Service Commission, the court 
properly directed a nonsuit.—Ibid. 


MEASURE OF DAMAGES 
The supreme judicial court of Massachusetts, speaking 
through Chief Justice Rugg, in Leominster Fuel Co. vs. New 
York, New Haven & Hartford, has decided that the carrier must 
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New, Fast and Dependable 
Freight Service Between 
Chicago and the East 


Via South Shore Line from Chicago to Michigan City, Nickel 
Plate, L. E. & W. District and connections— 





Rates now applicable via this route on traffic to and from Chicago 
and points beyond; also to and from the west. 


Connections in Chicago with Elgin Joliet and Eastern Railroad 
(Chicago Outer Belt), Baltimore and Ohio Chicago Terminal and 
Pullman Railroad — give direct connections with all lines to and 
from Chicago. 


The South Shore Line has completely rehabilitated and re-electrified 
its property within the last year, adding new electric freight loco- 
motives, new steel passenger equipment, laid new ballast over the 
entire line and several miles of new 100-lb. rail, making it one of 
the most modern electrically operated railroads in the country. 
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pay the plaintiff fuel company at the rate of $14 per ton, on 
account of coal lost by it in transporting the coal from Penn- 
sylvania, the delivering carrier having the duty of making good 
the loss, 

There was no dispute about the facts. The only question 
was as to the measure of damages. The fuel company paid 
$6.50 per long ton at the mine and the freight rate was $4.79. 
The New Haven contended that its liability was $11.29 per ton, 
the sum of those figures. But the court held that it had to 
pay for the coal at the retail price in Leominster, Mass., the 
destination, because the carrier delivered only 30,820 pounds, 
which was less than a carload. The court held that as there 
was no wholesale market at Leominster the carrier was obli- 
gated to make good at the retail price of $14 per ton because 
that would have been the price to the fuel company had it actu- 
ally replaced the coal. The court said the fact that the coal 
was not actually replaced was immaterial. 

The court based its decision, in part, upon G. I. Crail, doing 
business as P. McCoy Fuel Co., vs. Illinois Central, 13 Fed. 2d. 
(C. C. A.) 402, which, it is understood, will be appealed to the 
Supreme Court of the United States. The Massachusetts court, 
however, did not depend wholly on that case, although Justice 
Rugg said that that was the precise point decided in the Crail 
case. 





EN ROUTE TO COURTS 


The question as to the proper construction of the tariffs 
involved in Nos. 15877 and 15878, Standard Oil Co. (Indiana) 
vs. Atchison, Topeka & Santa Fe et al., may get before the 
courts in such a way as to bring about a judicial determination 
of the matter and then again may go off on a technicality. Three 
carriers have filed suits in assumpsit in Illinois demanding un- 
dercharges from the Standard. The suits are based upon the 
interpretation of the tariffs given by the Commission. The 
suits are No. 35305, Midland Valley vs. Standard Oil Co., an 
Indiana corporation, in the federal court for the northern dis- 
trict of Illinois, for $13,000.97; Pennsylvania Railroad Co. vs. 
Same in the city court at East St. Louis, for $2,999; and Balti- 
more & Ohio vs. Same, in the court for $1,274.50. 

The formal complaints which the Commission dismissed 
were for reparation in instances in which the Standard paid 
freight bills in excess, as it claimed, of the legally applicable 
rates. On some of the shipments, not involved in the cases 
before the Commission, the Standard paid freight bills computed 
in accordance with its interpretation or construction of the tar- 
iffs, with which the Commission, in its report dismissing the 
complaints, did not agree. 

In view of the fact that the suits mentioned have been filed 
in the courts mentioned, the Standard has asked the Commis- 
sion to vacate its order in the formal docket cases and hold the 
questions in abeyance pending final decision by the courts. It 
suggests that it has been informed and believes that, at all times, 
it has been the policy of the Commission to afford full and fair 
opportunity to litigants to test, in the courts, all reviewable 
questions of law unhampered by existing orders of the Com- 
mission and that appropriate action, by way of vacation of or- 
ders or otherwise, has often been taken by the Commission to 
the end that adequate court review shall not be impeded. 

Attorneys for the railroads have made suggestions in oppo- 
sition to that motion to have the order vacated, chief of which 
is that when the Standard elected to pursue its remedy, by way 
of reparation for freight in excess of the applicable rates, by 
means of complaints to the Commission, it shut itself out of 
court réview of the mixed questions of law and fact involved 
in the complaints. They said they wished to emphasize the 
fact that the complainant throughout acted upon its own voli- 
tion in choosing the forum in which it wished to present its 
case. They admitted that the Standard could have gone to the 
courts, but that the statute reserving to it that right required 
them to make an election; and that it made the election and 
lost its contentions before the Commission. They said that the 
motion to vacate the order was a request to have the Commission 
divest itself of the jurisdiction the complainant had invoked 
to the end that it might try in the courts questions which it 
had lost in the proceedings before the Commission. 

The formal docket cases are the ones in which the complain- 
ant contends the Commission reversed a long line of decisions 
as to “open routing” and left the whole question of what rate 
applied to be decided in accordance, practically, with rules of 
equity instead of the generally understood proposition that if 
carriers left routes open the shipper had the right to use such 
routes and the Commission would require the carriers to “pro- 
tect” the rates over such routes under substantially all con- 
ditions. They are the cases in connection with which unofficial 
estimates have been made that, if the Commission adhered to 
its “open route” decisions in former cases, reparation orders 
calling for from $4,000,000 to $20,000,000 would have to be made. 


NEGOTIABLE WAREHOUSE RECEIPTS 


The use of negotiable warehouse receipts as collateral for 
loans was the. chief topic of discussion this week at the second 
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meeting of the joint warehouse committee, created at a meeting 
of the warehouse conference, held under the auspices of the 
New York Merchants Association. 

Means of preventing the rehypothecation of merchandise to 
obtain second or third loans on it were considered. It was 
agreed that banks, merchants, and warehousemen must be pro- 
tected against the possibility of this abuse. Methods of as. 
suring the banks of the existence of merchandise in warehouses 
and its condition, as well as the feasibility of setting up a 
clearing house for inspection or more frequent checking of goods 
by the bank themselves, were subjects of discussion. 

The members of the joint committee, composed of ware- 
housemen, merchants, and bankers, are: H. E. S. Wilson, presi- 
dent of the Campbell Stores, Hoboken, N. J.; A. C. Pouch, 
American Dock Company and Pouch Terminals, Ineorporated; 
E. H. Maxwell, Independent Warehouses, Incorporated; Edwin 
Morton, treasurer and general manager, Baltimore and Ohio 
Stores, Incorporated; F. W. Seusing, vice-president and manager, 
Bowne-Morton Stores, Incorporated, Brooklyn, N. Y.; D. L. Tilly, 
vice-president, New York Dock Company; Fred J. Leary, vice- 
president, Central Union Trust Company of New York; J. L. 
O’Neill, vice-president, Guaranty Trust Company of New York; 
Herman J. Cook, vice-president, Equitable Trust Company; 
Gustave Porges, vice-president, Strohmeyer and Arpe Company; 
C. A. Hitchcock, Morimura Brothers; Henry H. Lickel, William 
Iselin and Company; A. E. Van Doren, vice-president, American 
Exchange Irving Trust Company; Wilbert Ward, assistant vice- 
president, National City Bank. 


McDOUGALL TERMINAL BUSINESS 


Over 19,000 carloads of merchandise were handled through 
the McDougall Terminal Warehouse at Duluth in 1926; as against 
17,000 in 1925, the annual report of the company shows. The 
handling of this volume of tonnage ran the annual payroll near 
the $500,000 mark. H. T. Hoopes, secretary, says: 


The far reaching effect that the McDougall Terminal Warehouse 
and its subsidiary, the Minnesota-Atlantic Transit Company, has on 
the northwest, cannot be fully appreciated until a study is made of 
the traffic passing through the terminal during the course of a year. 

The operations of the boat line and terminal call for the employ- 
ment of about 500 people. 

Our lake and rail line, the Minnesota-Atlantic Transit Company, 
was patronized by 45,000 shippers. The total value of cargoes carried 
exceeded $80,000,000. The average cargo carried is valued at $350,000. 

The four boats of the Poker Fleet averaged 27 round trips between 
Duluth and Port Huron, the eastern terminal of the line, where 
freight is turned over to the rail carriers for its final run to eastern 
destinations. The fleet covered a grand total of 145,000 miles, con- 
suming 20,000 tons of coal. 

The eastbound cargoes were made up primarily of mill stuffs 
and dairy products. There are about 80 carloads of merchandise 
loaded aboard each trip or a total of 2,400 tons. Between 250 and 300 
tons of this consists of butter and egs. 

The westbound cargoes are made up of a conglomeration of foods 
and manufactured goods. Dates from Egypt, fish from Norway, toys 
from Germany, shoes from New England points, automobiles from 
Detroit, farm implements, lubricating oils, and thousands of other 
articles are unloaded at Duluth for points in the northwest. 

. In addition to the cars handled for the boat line, the terminal 
itself handles several thousand cars yearly for tenants and others. 
About 500 carloads of fruits and vegetables were brought in and 
unloaded for the four fruit houses which headquarter in the Term- 
inal building. Small creameries in the northwest make less than 
carload shipments of butter and eggs to the terminal where these 
shipments are consolidated into carloads and forwarded to the large 
eastern markets. About 250 cars of this type of business were handled 
through the terminal last year for the small creameries at a net 
Saving to these creameries of about $17,500 on freight alone. 

,. Many manufacturers who distribute their products over the en- 
tire United States use the terminal as their northwest distributing 
point. They make carload shipments up the lakes and distribute their 
goods in small lots to dealers and jobbers throughout Minnesota and 
the Dakotas at substantial savings. 

The western fruit growers, especially the orchard men of the 
Yakima and Wenatchee valleys, ship between 300 and 500 carloads 
of apples to Duluth every year, where they are placed in cold storage 
mand tae to points throughout the central portion of the United 

Butter, eggs, poultry, and poang. house products are to be found 
in the cold storage section of the erminal, where they are. being 
held awaiting more favorable markets. 





OPERATING STATISTICS 


Operating statistics compiled by the Bureau of Statistics of 
the Commission from reports of Class I roads, exclusive of 
switching and terminal companies, for November and the eleven 
months ended with November, 1926 and 1925, show the following: 


Loaded car-miles—1,521,251,000 for November and 1,499,560,000 for 
November, 1925; 16,424,821,000 for eleven months ended with Novem- 
ber and 15,533,626,000 for same period of 1925. 

Empty car-miles—907,121,000 for November and 857,103,000 for 
November, 1925; 9,252,005,000 for eleven months and 8,504,145,000 for 
a oo ail ae 342,000,000 f N 

et ton-miles—43,342,000, or November and 40,775,000,000 for 
November, 1925; 448,530,000,000 for eleven months and 418,231,000,000 
for same period of 1925. 

Per cent unserviceable of total locomotives—16 for November 
and 17 for November, 1925; 16.5 for eleven months and 17.8 for same 
Period of 1925. 

Per cent unserviceable of total cars on line—5.8 for November 
and 6.9 for November, 1925; 6.6 for eleven months and 7.8 for same 
period of 1925. 

Car-miles r car-day—32.1 for November and 31 for November, 
1925; 30.5 for eleven months and 28.5 for same period of 1925. 

Net tons per loaded car—28.5 for November and 27.2 for November, 
1925; 27.3 for eleven months and 26.9 for same period of 1925. 
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Industrial Traffic Administration 


Thirtieth of a Series of Thirty-six Articles on This Subject Written for The Traffic World, 
by G. Lloyd Wilson, Ph. D., Assistant Professor of Commerce and 
Transportation, University of Pennsylvania 


Freight Claims—Part | 


Freight shipped by railroad, express, steamship, or motor 
transportation service is susceptible to loss, damage, or delay 
for which these carriers are responsible according to the terms 
of the common law and within the limits imposed by their 
respective bills of lading or shipping contracts. Industrial traf- 
fic departments are vitally concerned in loss and damage claims, 
both in assisting in preventing such claims from arising and 
in collecting the proper amounts of the loss suffered by the own- 
ers of the goods to the extent of the carriers’ liability when 
the goods are lost or damaged by the carriers. The prevention 
of loss or damage to freight through the development of better 
packing, loading, marking, and protection of goods and through 
the selection of proper containers for use in transportation is 
often lost sight of in discussions of the duties of industrial traffic 
departments in connection with freight claims. The importance 
of this duty cannot be overemphasized. A later article in this 
series will deal with this subject. 


Liability of Carriers 


Any orderly discussion of freight claims and the duties of 
industrial traffic departments in dealing with claim matters be- 
gins with the liability of the carriers by railroad, steamship, 
express, and motor truck for the safety of the goods entrusted 
to their care for transportation. The nature and extent of the 


Causes of freight Claims 
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liability of carriers of these different kinds is not uniform, but 
varies with common law, statute law, classification, tariff and 
contract requirements and restrictions, which vary with dif- 
ferent classes of carriers. It is not the purpose of this article 
to inquire exhaustively into the law of carriers’ liability. A 
brief resumé of the status of the liability of each major type 
of carrier is, however, a necessary preliminary to a discussion 
of the handling by industrial traffic departments of freight claim 
problems. j 
The Liability of Rail Carriers 

The liability of carriers by railroad for the safe carriage 
of goods entrusted to their care is determined by the common 
law, by statute law, by the terms of classifications and tariffs 
applicable to shipments, and by the provisions of the uniform 
bill of lading contract governing shipments. 

The decisions of the courts’ and the provisions of state and 
federal statutes defining the limits and extent of the liability 
of carriers must be obtained from the study of this field of 
common law and of statutory law. The essential features of 
classification and tariff definitions must be clearly understood 
by traffic managers and the members of the claim bureau to 
protect their employers from loss, through failure to collect 
clams for losses or damage for which the carriers are liable. 
The limits on the full liability of carriers must also be under- 
stood by the members of industrial traffic departments, so that 
insurance may be placed to indemnify the owners of goods in 
a for losses suffered for which the carriers are not fully 
iable. 


‘Carriers by railroad are liable, when acting as carriers in 
interstate commerce, for all the usual forms of loss, damage, or 
delay unless caused by any of the following causes, specifically 
listed as sources of loss or damage or causes of delays for 
which the carriers are not liable: 


Acts of God. 

Acts of the public enemy. 

The authority of the law. 

Acts or default of the shipper or owner. 

Natural shrinkage of the freight. 

Fire occurring after the expiration of the free time allowed 
by tariffs lawfully on file, after notice of arrival of property at des- 
tination has been sent or given, and after placement of the prop- 
erty or tender of delivery, to the party entitled to receive it, has 
been made. 

7. Quarantine restrictions. 

8. Acts or failures of connecting lines. 
in the capacity of an agent only. 

Failure to transport the property by any particular train or 
in time for any particular market. Reasonable dispatch only is re- 
quired of the carrier. 

10. Deviation or unavoidable delay incurred in procuring the com- 
pression of cotton or cotton linters in transit. 

Stopping or holding the goods in transit at the request of 
owners or parties entitled to make such requests. 
‘Derects or vices of property. 

i Country damage to cotton, 

14. Riot. 

15. Strike. 

16. Property being delivered to or taken from non-agency rail- 
road stations before it is loaded to cars or after it has been unloaded 
from cars. 

17. The shipping of explosives or other dangerous goods without 
written disclosure of nature. The shipper or owner of the goods is 
liable for any damage caused by explosives shipped without dis- 
closure of the nature of the shipment. 

18. Delays awaiting further conveyance or transportation after 
proper tender of delivery to next connecting line. 

. Mistakes or inaccuracies of information furnished by carriers 
regarding quarantine law. 

20. The sending of unclaimed freight to public warehouses after 
the expiration of free time.? 


Pom geper 


The initial carrier acts 


shippers 


Carrier’s Liability as a Warehouseman 


Forty-eight hours after the goods have arrived at destination 
and after an arrival notice has been sent or given to the con- 
signee, the railroad ceases to be liable as a carrier for all losses 
or damage, except as limited by the exceptions contained in the 
uniform bill of lading contract, or by statutes, freight classifica- 
tions, or tariffs. After this time has expired the carrier becomes 
liable for the goods only as warehouseman and is responsible 
for only such damage or losses as are caused by lack of rea- 
sonable care on its part. 


Statute Limitations of Carriers’ Liability 


Statute limitations to full common law carrier liability in 
interstate commerce have been altered several times since the 
original act to regulate commerce of 1887. The extent or amount 
to which carriers by railroad are liable for the loss or damage of 
goods is governed by paragraphs 11 and 12 of section 20 of the 
act to regulate commerce, as amended. 

Carriers subject to the interstate commerce act are required 
to issue a receipt or a bill of lading. They are responsible in 
interstate commerce to the lawful holders of receipts or bills 
of lading thereof for any loss, damage, or injury to the property 
caused by the carriers or by any other common carrier, railroad, 
or transportation company, to which the property may be de- 
livered or over whose line or lines the property may pass, when 
the freight is transported on a through bill of lading. No con- 
tract, receipt, rule, regulation, or other limitation of any char- 
acter, exempts any common carrier from the liability imposed 
by the provisions of the act. 

Common carriers are also liable to the lawful holders of 
receipts or bills of lading, or to any parties entitled to recover 
under the bills of lading or contracts, for the full actual loss, 
damage, or injury to property, notwithstanding any limitations 
of liability, limitation of the amount of recovery, representation 
or agreement as to the value in any receipt or bill of lading, or 
in any contract, rule, regulation, or in any tariff filed with the 
Commission. Any such limitation of liability without respect 
to the manner or form in which it is sought to be made is 
declared to be unlawful and void by the act. 

Exceptions are specifically made, however, to this require- 
ment of full carrier liability in case of damage or loss to property 
in the custody of water carriers, or baggage carried on passen- 
ger trains of boats, or “to property, except ordinary live stock, 
received for transportation concerning which the carrier shall 
have been or shall hereafter be expressly authorized or required 


1Uniform bill of lading contract, adopted March 15, 1922. 
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by order of the Interstate Commerce Commission to establish 
and maintain routes dependent upon the value declared in writing 
by the shipper or agreed upon in writing as the released value 
of the property. In this case, such declaration or agreement 
shall have no other effect than to limit liability and recovery 
to an amount not exceeding the value so declared or released.” 

Shipments may thus be made in interstate commerce, with 
the exceptions indicated, subject to limited liability on the part 
of the carriers transporting the property, when the rates are 
made contingent on the relased value of the articles declared in 
writing by the shippers. Household goods, glassware, crockery, 
china, furniture, and a number of other commodities get rates 
dependent on released valuations and may be transported at 
limited liability by the carriers by virtue of the provisions of 
the amendment to the Cummins amendment to the act to regu- 
late commerce. All such shipments, over such lines, in inter- 
state commerce are governed by its provisions. A number of 
states, however, prohibit carriers from limiting their liability 
in connection with intrastate business in any manner or by any 
device. 

Liability of Express Companies 


Express companies are specifically subject to the provisions 
of the interstate commerce act. The stipulations of section 20 
of the amended act, therefore, apply to express companies with 
equal force as to rail carriers in interstate commerce. 

The uniform express receipt provides for the limitation of 
the liability of the express carrier, in consideration of the rates 
charged for carrying the property, which are dependent on the 
value of the goods, to “an agreed valuation of not more than 
$50 for any shipment of 100 pounds or less, and for a value not 
exceeding 50 cents a pound, actual weight, for any shipment in 
excess of 100 pounds. This agreed limitation of valuation is 
placed on the face of the express receipt and applies unless a 
greater valuation is declared in the receipt as a contract be- 

tween the shipper and the carrier and a higher rate is paid, 
based on the higher valuation declared and agreed on in the 
contract of carriage at the time of shipment. 

The shipper agrees that the express company shall not be 
liable in any event for more than $50 for any shipment of 100 
pounds or less or for more than 50 cents a pound for any ship- 
ment weighing more than 100 pounds, based on the actual weight 
of the shipment, unless a greater value is specifically declared. 

Section 2 of the terms and conditions of the uniform ex- 
press contract or receipt provides further that: 


Unless a greater value is declared and stated herein, the shipper 
agrees that the value of the shipment is as last above set out. (See 


above), that the liability of the company shall in no event exceed 
such value.? 


The liability of the express company is further limited by 
the provisions of the uniform express receipt, which provides 
that the carrier shall not be liable for the following, unless 
caused by its own negligence or negligence on the part of its 
agents: 

1. Differences in weights or quantities caused by shrinkage, leak- 
age or evaporation. 

2. The death, injury or escape of live freight. 

3. The loss of money, bullion, bonds, coupons, jewelry, precious 


stones, valuable papers, or other articles of extraordinary value, 
unless such articles are enumerated in the express receipt. 


The express carrier further limits its liability for loss, dam- 
age, or delay arising out of any of the following causes, unless 
caused in whole or in part by the negligence of the carrier or 
of its agents: 


1. Acts of shippers or owners. 


2. The nature of the property, or defect or inherent vice in the 
articles. 


Improper or insufficient packing, securing or addressing. 
4. Acts of God, public enemies, authority of law, quarantine, 
strikes, riots, perils of navigation, the hazards and dangers incident 
to a state of war, or occurrence in customs warehouses, 


. The examination by or partial deliveries to consignees of 
collect or delivery shipments. 


6. Deliveries made under instructions of consignors or consignees 
at stations where there are not agents of the companies. The ex- 
press carriers in such cases do not assume responsibility for the goods 
after the shipments have been left at the stations. 


Liability of Water Carriers 


Except for shipments that move at insured rates from points 
within the United States to other points within the country 
or adjacent foreign countries on through bills of lading over 
rail-water-rail, water-and-rail, or rail-and-water routes at insured 
rates, carriers by water are not liable to the same extent as 
rail carriers for loss or damage to goods. The liability of water 
carriers is quite different from the liability of railroad and 
express carriers. 

The limits of liability of water carriers is governed by the 
Harter act of February 13, 1893, which accords carriers by 
water the protection of limited liability. These carriers generally 


%Uniform Express Receipt, Section 2. 
236 parece at Large 1197; 41 Stat. L., 494; 34 Stat. L., 504; 
and 39 Stat. L 


441. 
se om 4381 to 4286, inclusive, Revised Statutes of the United 
ates 
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are not responsible for loss or damage resulting from any of 
the following causes: 


1. Fire on board vessels. 
2. Bursting of boilers, or 


3. Breaking of shafts, unless caused by design or negligence of 
the carriers. 


The only losses or damage for which such carriers are re- 
sponsible include those arising out of: 


1. Failure of owners of vessels to exercise due diligence to make 


the vessels in all respects seaworthy and capable of performing their 
intended voyages. 


2. Failure to exercise due diligence in properly manning, equip- 
ping, ——— and outfitting the vessels, and 


Neglect, fault or failure in proper loading stowage, custody, 
care or proper delivery. 


Ocean bills of lading are not uniform, but they are usually 
in agreement in one important respect—they specifically limit 
the liability of the carrier by water for loss or damage to cargo 
covered by the bill of lading contracts. The water carriers are 
not insurers of the goods in their possession and the risks of 
water transportation must be protected by the owners of the 
goods through the purchase of marine insurance coverage. The 
goods,. freight charges which have been prepaid, and profits 
may be and usually are protected by marine insurance policies, 
issued by insurance companies in favor of the owners of the 
goods. Shippers must look to the insurance companies which 
have issued marine insurance policies and to whose agents the 


Table No. 1 


Per cent 
of all loss and o~— claims 


1921 1922 1923 1924 1925 
Cause of Claim % a % % 


% 
A. Unlocated loss (entire package) 13.6 0.5 8.1 7.0 6.1 
B. Unlocated loss (other than 
GMtiTeG PACKAGE) «....cccccc 7.8 6.8 5.8 5.4 5.5 
C. Damage (unlocated).......... 14.7 14.4 15.6 17.1 18.0 
D. Damage (rough handling of 
OO SESS S Pm 14.6 17.2 17.9 19.9 23.4 
E. Damage (improper handling, 
loading, unloading and stow- 
MIE a. nr sia Brain ed ore aratere! arte sore 2.2 2.2 1.9 1.9 2.1 
F. Defective or unfit equipment 10.3 10.1 11.2 8.9 9.2 
G. Temperature failures (im- 
proper refrigeration or ven- 
ee ee ee 8.7 3.2 3.0 2.7 2.4 
H. Temperature failures (freez- 
ing or heater failures)...... 14 1.8 1.8 2.0 2.1 
Re: I eradicate tend Cae ealeieaseS os 10.8 10.4 185 15.8 11.3 
J. Robbery (entire package)..... 4.6 4.8 3.0 2.6 2.2 
K. Robbery (other than entire 
OE RE ee 5.7 5.2 3.3 2.2 1.7 
Pe OO ae ae 1.3 1.3 1.1 1.0 0.8 
M. Concealed damage .......... 2.3 3.1 3.6 4.4 5.4 
eS: eee eer 5.0 5.4 a 6.4 6.9 
O. Fire or marine loss or damage .9 1.0 0.8 0.5 0.5 
PP. ETPOr Gf GCMploye. ..cccccsecces 2.4 2.7 2.3 2.2 2.4 
All loss and damage claims...100.0 100.0 100.0 100.0 100.0 





premiums have been paid to indemnify them for loss or damage 
arising out of ocean transportation. 

Claims are prepared in the manner prescribed by the insur- 
ance companies and are presented to the insurers, not to the 
water transportation companies. Forms to be used in proving 
losses are not uniform among insurance companies, each con- 
cern supplying the forms and other supporting documentary 
evidences of loss to claimants upon request. 


Liability of Motor Transportation Companies 


In the absence of action by Congress in the regulation of 
motor carriers engaged ‘in interstate commerce, their regulation 
has been undertaken exclusively by the several state govern- 
ments. Motor trucks are not recognized as common carriers 
subject to the interstate commerce act. Consequently, the regu- 
lations of carriers’ liability set forth in section 20 of the act 
to regulate commerce do not apply. Neither do the regulations 


of the Commission with respect to claims apply to these car- 
riers. 


Motor trucks held out by their owners and operators as 
common carriers of freight for all who require their services 
are common Carriers within the common law meaning of that 
term and, as such, are responsible for the goods entrustéd to 
their care for transportation. The states, in many cases, 
through the public service commissions and other regulatory 
bodies, have undertaken the regulation of motor truck carriers 
so as to establish their liability for loss of and damage to goods 
in interstate commerce. The police power of the state and federal 
government has been invoked to protect the users of such trans- 
portation facilities from loss from the failure of the motor 
transportation companies properly to transport their property. 


Classes of Claims 


Claims against carriers may be divided into four general 
classes: 


Febr 


1 
2 
3 
4 


betw 
unre 
age, 
tras 
whi 
not 

con: 
unc 


and 
“Co! 


to 1 
spe 
unt 
dis 


cla 





0. 6 


y of 


2 of 


re- 


ake 
heir 


lip- 
dy, 


ully 
mit 
rgo 
are 

of 
the 
‘he 
fits 
ies, 
the 
ich 
the 


f 
l- 


fs eS Se ~~ SV ~wS or Ve ee 


February 5, 1927 
1. Damage. 
2. Loss. 
3. Overcharge. 
4. Reparation. 


Further subdivisions may be made so as to differentiate 
between actual damage to the goods and damage resulting from 
unreasonable delay in transporting the goods; “located dam- 
age,’ damage resulting from a definitely known cause as con- 
trasted to “unlocated” or undetermined damage the cause of 
which cannot be ascertained; and “concealed” damage, which is 
not discovered until after the goods have been delivered to the 
consignee and a clear record of receipt obtaied; and obvious or 
unconcealed damage, apparent when delivery is made. 

Similar subdivision may be made of losses as between total 
and partial loss of the shipment; “unlocated” and “located” loss; 
“concealed” loss; and apparent or obvious loss. 

Overcharge claims, similarly, arise from a number of causes 
to be discussed in a later article. Reparation claims are another 
special group resulting from the application of unduly high or 
unreasonably discriminatory rates. This type of claim is also 
discussed in a later article. 


An outline classification of claims indicating the major 
classes and sub-classes is shown in Figure No. 1. 


A further analysis of loss and damage claims paid by Amer- 
ican and Canadian rail carriers, members of the freight claim 
division, American Railway Association, indicates the percent- 
age distribution and amounts of claims paid arising from loss, 
damage, and delay to goods. A classified summary, by principal 
causes, of freight loss and damage expenditures of 203 carriers, 
representing in mileage 95 per cent of the American and 60 
per cent of the Canadian members of the freight claim division 
of the American Railway Association, shows that these carriers 
paid, in the year ending December 31, 1925, loss and damage 
claims amounting to $38,772,097, including $676,246 salvage 
credit. This figure, compared with expenditures of $48,262,543 
in 1924, shows a very satisfactory decrease in one year of nearly 
20 per cent. 


This amount paid in 1925 was divided as follows: 


Loss, including: 
Unlocated loss (entire package). 
Unlocated loss (other than entire package). 
Defective or unfit equipment. 
Robbery (entire package). 
. eRobbery (other than entire package). 
Concealed loss, and 
. Error of employe. 
Total, $9,357,128, or 24.1 per cent of all freight loss and damage 
claims paid during the year. 


Al yet) ta 


This amount was divided, 61.6 per cent carload shipments 
and 38.4 per cent less carload. 


Damage, arising out of the following causes: 
Unlocated damage. 

Rough handling of cars. 

Improper handling, loading, unloading or stowing. 
Defective or unfit equipment. 

Improper refrigeration. 

Freezing or heater failure. 

Concealed damage. 

Wreck. 

. Fire or marine loss or damage. 

Total, $4,365,009, or 11.3 per cent of all freight loss and damage 
claims. 


Omemornimbar 


This amount represents 95.8 per cent carload business and 
only 4.2 per cent less carload. 


An examination of the division of all claims among these 
three causes for the five-year period 1921 to 1925, inclusive, 
indicates a significant decrease in the proportion of total loss 
claims, from 40.6 per cent in 1921 to 24.1 per cent in 1925, a 
considerable increase in the proportion of damage claims, and 
a slight increase in claims arising out of delays. Efforts di- 
rected by shippers and carriers against robbery and pilferage 
have apparently borne fruit, but damage claims, though steadily 
reduced in amount, have not been so successfully reduced in 
proportion to all claim causes. 


Table No. 2 





SUMMARY OF PERCENTAGE 
Division of All Freight Loss and Damage Claims 
Cause of claim Years—1921 1922 1923 Png :- 1925 


Total loss claims........ 40.6% 36.2% 29.9% 2% 24.1% 
Total damage claims... 48.6% 53.4% 56.8% 59.0% 64.6% 
Total delay claims..... 10.8% 10.4% 13.3% 15.8% 11.3% 

AN CAUEOS o0isiccsess 100.0% 100.0% 100.0% 100.0% 100.0% 


Source: Freight Claim ‘Division, American Railway Associa- 
tion, Annual Proceedings, Statistical Reports, 1921, 1922, 1923, 
1924 and 1925. 





An examination of the total amounts in loss and damage 
claims paid by Class I carriers of the United States in the last 
ten years indicates that over one and one-half per cent of the 
total freight revenues earned by these carriers—the leading 
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carriers of the United States—is paid back to claimants for loss 
and damage to their goods. See Table No. 3. 

Prior to the war the ratio of claims paid to revenues earned 
had declined from 1.59 per cent in 1914 to 0.91 per cent in 1916. 
In 1917 and 1918 a slight increase is noted, followed by a tre- 
mendous increase in the years 1919 to 1921, inclusive. The 
largest ratio on record is that of the year 1919, when mearly 3 
per cent (2.95 per cent) of revenues were returned in form of 
claims. A more satisfactory condition is revealed by the figures 
for 1923, 1924, and especially for 1925. In 1925 the rail carriers 
carried the greatest volume of freight, earned the second great- 
est amount of freight revenues in the history of American rail- 
roads and had a smaller ratio of claims to freight revenues than 
in any year since 1900. See Table No. 4. 

A great share of the credit for this satisfactory record must 
be given to the efforts in the direction of claim prevention 
fostered by the American Railway Association and the co- 
operation of carriers, shippers, and consignees toward this end. 
Educational campaigns have been conducted throughout the 
country by the rail carriers, express companies, shippers, and 
railroad associations to impress on all concerned the impor- 
tance of “shipping right” and of “handling right.” As the results 
of this educational work spreads to the employes of shippers 
and carriers a substantial reduction in the amount and per- 
centage relationship of claims to freight revenues is to be 
expected. The ultimate goal of all is not to collect the amount 
which should be paid in legitimate claims, but, as nearly as 
possible, to remove the causes of claims. 


Table No. 3 





LOSS AND DAMAGE CLAIMS PAID BY CLASS I CARRIERS 


Ten-Year Period, 1916 to 1925 
Ratio Claims 


Paid to 

Revenue 

Year Freight Revenue Claims Paid Earned 
WD, ~Kikisiesix en nome en $2,560,988,111 $ 23,346,965 0.91% 
Bs spawn wie wasiedatectys 2,819,965,215 35,079,757 1.24% 
BEE | visischwismnepeeioears 3,440,741,970 55,852,797 1.62% 
BEE . Seis. eropamweoin 3,543,266,303 104,587,174 2.95% 
TEE. iw ncr.nis ee We tenioid 4,317,440,080 119,833,127 2.78% 
NE. chicos oe Staemreane 3,914,457,263 92,276,319 2.36% 
Serr re 3,992,442,459 48,082,955 1.20% 
BE sie 3 Sas eourensows 4,606,719,288 47,479,195 1.038% 
Sa Pons icin np sarduarsiase 4,333,585,195 45,975,675 1.06% 
RN soca castnare sc ldpolrad 4,546,670,891 36,760,941 0.81% 


Average ratio, ten years’ period, 1.59%. 





Table No. 4 


ABSTRACT OF LOSS AND DAMAGE CLAIM EXPENDI- 
TURES AND FREIGHT REVENUES 


Railroads of the United States 
Ratio of Claims 
Paid to 
Loss and Damage Freight 


Year Ending Claims Paid 


June 20, 1895 
June 
June 
June 


Freight Revenue 


19,782,692 
June 21,941,232 
June 29,528,016 
Dec. 104,587,174 
Dec. 7 f 119,833,127 





Dec. 92,276,319 
Dec. 2 48,084,955 
Dec. 47,479,195 
Dec. 45,975,675 
Dec. 36,760,941 


*Low year. tHigh year. 


Source: Proceedings, American Railway Association, Freight 
Claim Division, June, 1926. 





GRANITE CITY EX-LAKE ORE CASE 


Answering the petition of the Chicago & North Western 
and the By-products Coke Corporation for reargument and re- 
consideration in I. and S. No. 2709, the St. Louis Coke & Iron 


- Corporation asserts to be untrue, a declaration by the peti- 


tioners that the $1.20 ex-lake rate on iron ore, if allowed to 
remain in effect, “will unfairly and unlawfully divert tonnage 
from rail routes.” To show that the declaration is untrue the 
St. Louis company asserts that, as shown by the appendix of 
the Commission’s report in the suspension case, the all-rail 
rate from the Menominee and Marquette ore ranges is and 
always has been higher than the aggregate rail-lake-rail charges 
based upon the old $1.40 ex-lake rate from Chicago to Granite 
City. Notwithstanding that, the St. Louis company asserts the 
record shows the movement of ore always to have been all-rail. 

The St. Louis company further asserts that in the past the 
principal source of its ore supply has been the Marquette, 
Menominee, Cuyana and Gogebic ranges, the major part origi- 
nating in the Cuyana and Gogebic ranges. 

The $1.20 rate, it says, will permit the movement of some 
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ore from the Mesaba and Vermillion ranges via the lake, from 
which it asserts there has been no movement in the past be- 
cause of the excessive delivered cost at Granite City. 

The St. Louis company objects to any reconsideration of 
the case because, among other things, relying upon the $1.20 
rate having been allowed to go into effect, it has made arranges 
ments to move ore via the lake and rail route under the $1.20 
rate. It has also enlarged its plant. It points out that it is 
necessary, when one desires to move iron ore by lake, to make 
arrangements for vessel space several months before the open- 
ing of the lake navigation season. Having made such arrange- 
ments it desires the rate situation to remain unchanged. The 
rate went into effect January 8. It says that the petition of the 
North Western and the By-products Coke Corporation contains 
allegations and contentions that are misleading, unsupported 
by evidence or testimony and allegations and arguments with- 
out merit. It said the petitioner had not shown and was not 
able to show wherein division 4 had erred in its decision which 
permitted the $1.20 rate to become effective. 

As to the allegation of the petitioners that the rate of $1.20 
threatened the integrity of the rate structure on iron ore and 
on other low grade heavy loading commodities, and created a 
situation tending to rate wars and impairment of carrier rev- 
enue, the St. Louis company said that that was merely an alle- 
gation which was made in the request for suspension but not 
supported by one iota of evidence at the hearing or since then. 
It called attention to the fact that division 4, in disposing of 
the case said “it seemg improbable that the proposed rate, if 
made effective, will precipitate a rate war.” 

The St. Louis company asserts that the petitioners, in thus 
reiterating the contentions they made in their request for sus- 
pension and the hearing in the suspension case are doing so, not 
“with any sincere hope of convincing the Commission that the 
$1.20 ex-lake rate on iron ore, Chicago to Granite City, should 
not be permitted to remain in effect, but to place as many ob- 
stacles in the path of successful operation by the St. Louis 
corporation as possible.” 


BARGE LINE DIVISIONS 


Application has been made to the Commission in No. 11892, 
United States War Department, Inland Waterways, Mississippi- 
Warrior Service vs. Abilene & Southern et al., and Nos. 11893 
and 13290, similar complaints, for rehearing and the prescrip- 
tion of an order requiring the Louisville & Nashville to pay 
divisions of 60 cents per ton on carload and 10 cents per 100 
pounds on less than carload freight to the Warrior River Ter- 
minal Company, formerly the Ensley Southern, the terminal be- 
ing the railroad subsidiary of the barge line. It was bought by 
the barge line, at receiver’s sale. Theretofore, it had been 
operated by the Southern Railway. Divisions in the amounts 
specified are being paid the terminal by the Southern on traffic 
handled by the Warrior River Terminal. The applicant thinks 
there is no reason why the amounts paid by the Southern 
should not be held to be just and reasonable divisions to be 
paid by the Louisville & Nashville, hence the application for 
an opportunity to show, by further hearing, that such divisions 
would be just and reasonable. 

In its statement of the history of the controversy between 
the barge line and the Louisville & Nashville the former set 
forth that in its report, 100 I. C. C. 491, the Commission pre- 
scribed divisions in respect of traffic through Birmingport, Ala., 
interchanged with the Louisville & Nashville at Birmingham 
upon the basis proposed by the complainant, namely, by using 
the factor on traffic to and from New Orleans, 87.6 per cent of 
the first class rate proposed in No. 13494, the Southern Class 
Rate Investigation, for the short line distance between New 
Orleans and Birmingham and as on traffic to and from Mobile, 
89.7 per cent of the first class rate for the short line distance 
between Mobile and Birmingham. 

The barge line said the divisions therein prescribed had 
never become effective because the complainant, which had as- 
sumed the contrary, could not reach an agreement with its rail 
connections from Birmingham to Birmingport. The only rail 
connection, from Birmingport to Birmingham, it said, was the 
Southern Railway, which then owned and operated the Ensley 
Southern. Shortly after the case was submitted the Ensley 
Southern was: thrown into receivership, the petition avers, thus 
necessitating an agreement between the barge line, the receiver 
of the Ensley Southern and the Southern which operated from 
Ensley Junction to Birmingham the only route then available 
from Birmingport to Birmingham. 

The barge line said the receiver would not enter into any 
divisions that the complaining barge line could pay out of the 
divisions found reasonable for the service south of Birming- 
ham. Coincident, however, with the barge line’s acquisition of 
the Ensley Southern, the petition said, an arrangement was 
made with the Southern whereby that carrier agreed to the 60 
cents per ton and 10 cents per 100 pounds divisions to be paid 
out of the divisions for the rail haul north of Birmingport and 
is based upon a revenue pro rate prescribed by the Commis- 





sion in its decision in 83 I. C. C. 742, which fixed the division 
between the barge line and the Southern. The barge line says 
that those divisions are just and reasonable for the services 
between Birmingport and Ensley and should be paid by the 
Louisville & Nashville. 


The barge line further shows that in the decision the Com- 
mission prescribed no divisions on traffic interchanged at Bir- 
mingport but fixed divisions upon the interchange at Birming- 
ham. On December 22, 1926, the petition said, Vice-President 
Smith, of the L. & N., asked the Commission to issue an order 
giving effect to that part of its decision respecting divisions be- 
tween the barge line and the L. & N. on traffic moving via 
Birmingport and interchanged with the L. & N. at Birmingham. 


A further allegation is that the instant case is the only one 
in which divisions have been proposed or prescribed for traffic 
interchanged at an interior or inland point, the otherwise uni- 
versal rule being that divisions are prescribed as between the 
complainant on the one hand, and the rail carriers on the other, 
to and from the point of interchange between the barge line 
and the rail carrier. 


A still further allegation is that the “divisions proposed by 
complainant, and prescribed by this Commission on the traffic 
herein referred to, are unjust and unreasonable; they were 
proposed by complainant on the assumption that it could reach 
an agreement with its rail connections for a reasonable divi- 
sion to be paid to the rail carrier between Birmingport and 
Birmingham, but no such agreement was possible and condi- 
tions have now materially changed so that any divisions to the 
Warrior River Terminal Company less than 60 cents per ton on 
carload traffic and 10 cents per 100 pounds on less than carload 
traffic would be unjust and unreasonable and not sufficient to 
maintain that property now owned by complainant.” 


Another allegation is that from the date of the decision to 
the present time little, if any, traffic has moved over the route 
and under the rates to which the divisions prescribed by the 
Commission would attach, as most of the traffic interchanged 
between the two lines has moved through Tuscaloosa, Ala., 
where satisfactory divisions are in effect, as prescribed by the 
Commission in this case. 


MONEY FOR BARGE LINES 


The Senate has passed the deficiency bill carrying an ap- 
propriation of $2,000,000 for the purchase of stock of the Inland 
Waterways Corporation, to provide funds for development of a 
barge line service on the upper Mississippi and for improvement 
of the service on the Warrior River. There was no debate on 
the item in the Senate. The action of the Senate constituted 
final approval of the item. The President is expected to sign 
the bill. 


PROMOTION FOR ASHBURN PROPOSED 


Representative Denison, of Illinois, has introduced a bill 
(H. R. 16734) amending the act creating the Inland Waterways 
Corporation, so as to make Brigadier-General T. Q. Ashburn, 
chairman and executive of the corporation, a major general 
with the pay and allowances of a major general. The maximum 
pay of a major general, with allowances, is $9,696 a year. A 
brigadier general receives up to $6,000 a year, with $120 a 
month for rent. The bill provides that if an individual from 
civil life is appointed as chairman of the corporation, his salary 
shall not exceed $10,000 a year. 


R. R. WAGE STATISTICS 


Class I railroads in November had 1,827,954 employes, to 
whom total compensation of $252,494,496 was paid, according to 
the monthly report of the Bureau of Statistics of the Commis- 
sion on railroad wages and employes. The number of employes 
was a decrease of 38,161, or 2 per cent, as compared with the 
returns for the preceding montth. This reduction was largely 
attributable to seasonal reductions in the maintenance of way 
forces. The total compensation decreased $10,574,035, or 4 per 
cent. The bureau said the difference between the per cent de- 
crease in the number of employes and that in total compensa- 
tion was explained, by the fact that there was one less working 
day in November than in October. Compared with the returns 
for the month of November, 1925, the summary for November, 
1926, showed an increase of 2.2 per cent in the number of em- 
ployes, but owing principally to the fact that November, 1926, 
had one more working day than November, 1925, the total com- 
pensation showed an increase of 4.2 per cent. 

A chart attached to the report showed that the average 
annual earnings of railroad employes, excluding general and 
division officers, increased from $868 in 1916 to $1,603 in 1925. 
The averages for the other years were as follows: 1917, $981; 
1918, $1,400; 1919, $1,465; 1920, $1,794; 1921, $1,632; 1922, $1,591; 
1923, $1,586; 1924, $1,580. Average hourly earnings ranged 
from 27.6 cents in 1916 to 61.8 cents in 1925. The highest 
average was in 1920, when it was 66.6 cents. 
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Carl Howe, traffic manager, Michigan Central, has been 
made vice-president of the Erie. 

H. W. Purvis has been elected president and general man- 
ager of the Georgia and Florida, which takes over the property 
and assets of the old Georgia and Florida; R. Lancaster Wil- 
liams, of Baltimore, has been elected vice-president; T. C. 
Forteous, Augusta, Ga., secretary; M. T. Lanigan, Augusta, as- 
sistant secretary; and Walter Blanchard, Augusta, treasurer. 

Earnest A. Oliver, general live stock agent, Pennsylvania, 
died at his home in Chicago, February 1. 

C. E. Carlson has been appointed commercial agent, C. B. 
& Q., at Davenport, Ia., succeeding J. T. Gaffey, who died. 

W. L. Meyers has been appointed division freight agent, 
Missouri-Kansas-Texas, at Tulsa, succeeding H. W. Stone, 
transferred. 

H. E. Poulterer has been appointed assistant general freight 
agent, Union Pacific, at Omaha, succeeding W. H. Dana, pro- 
moted. Julian Nance has been appointed general agent, freight 
department, at Kansas City, succeeding Mr. Poulterer. E. G. 
Koeneman has been appointed general agent, at Dallas, suc- 
ceeding Mr. Nance. C. W. Evers has been appointed traveling 
freight agent, at Sioux City, Ia., succeeding Mr. Koeneman. 
E. J. Hanson has been appointed assistant to freight traffic 
manager, at Omaha. The position of general agent, refrigerator 
service, has been abolished. 

J. H. Day has been appointed general freight agent, Nickel 
Plate, at Cleveland; and R. A. Williamson has been appointed 
assistant general freight agent at Cleveland. W. J. Courtney 
has been appointed chief of tariff bureau, at Cleveland. E. F. 
Jacobson has been appointed general agent, freight department, 
at Philadelphia. W. H. Cunningham has been appointed gen- 
eral freight agent, Nickel Plate district, at Cleveland. E. H. 
Spangenberg has been appointed assistant general freight agent, 
Nickel Plate district, at Cleveland. G. B. Merrill has been ap- 
pointed general eastern freight agent, Nickel Plate district, at 
New York. 

Marion Ford, agent for the Warrior line and other com- 
panies, died at Los Angeles December 31. He organized the 
Los Angeles Transportation Club and was formerly traffic man- 
ager of the Southern Pacific. 

M. B. Baker has been appointed commercial agent, C. B. & 
Q., at Oakland, Calif. 

A. D. McDonald, vice-chairman of the executive committee, 
Southern Pacific, has been elected a member of the board of 
directors of the American Railway Association to fill the 
vacancy caused by the death of W. R. Scott. Percy R. Todd, 
president, Bangor and Aroostook, has been elected a member 
of the board to fill the vacancy caused by the retirement from 
railway service of J. H. Hustis. 

J. R. Ruffin, traffic manager, Norfolk and Western, died at 
his home in Ronaoke, Va., January 28. 

In the Traffic World of January 22 it was stated that F. J. 
LeMere had been appointed manager at Denver, Universal Car- 
loading and Distributing Company. It should have been said 
that he was transferred from manager at Denver to manager 
at St. Paul. 


C. R. Barnewolt has been appointed traffic manager, Toledo, 
Peoria and Western. The offices of general freight and pas- 
senger agent and assistant general freight agent have been 
abolished. Daniel Mowat, general freight and passenger agent, 
who has been with that company for nearly 57 years, has re- 
tired from active service. He will remain in a consulting 
capacity. i 

G. F. Butler has been appointed freight traffic manager, 
Norfolk and Western, at Roanoke, Va., succeeding J. R. ‘Ruffin, 
who died. O. W. Cox has been appointed general freight agent 
at Roanoke, succeeding Mr. Butler. S. M. Stevenson has been 
appointed assistant freight traffic manager at Roanoke. J. Har- 
mon Wilson has been appointed general eastern freight agent 
at New York, succeeding Mr. Stevenson. G. C. VanZandt has 
been appointed general coal freight agent at Roanoke, succeed- 
ing O. W. Cox. F. S. Baird has been appointed assistant gen- 
eral freight agent at Roanoke. F. W. Jones has been appointed 
assistant general freight agent at Columbus, O., succeeding 
Mr. VanZandt. F. E. Willman has been appointed coal freight 
agent at Roanoke, succeeding Mr. Baird. C. F. Keeley has 
been appointed commerce agent at Roanoke, succeeding Samuel 
Claggett, retired. 

Edward A. Hynes, general agent, has been promoted to 
assistant general freight agent, C. & A., Chicago. 


A. R. A. TRANSPORTATION DIVISION 
The annual session of the Transportation Division, Ameri- 
can Railway Association, will be held at the Ambassador Hotel, 
Atlantic City, N. J., April 7. The business will be the con- 
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sideration of and action on the reports of the following standing 
committees: General committee; committee on car service; 
committee on demurrage, reconsignment, storage and diversion; 
committee on freight handing service; committee on railroad 
mail; committee on records; and the report of tellers. The 
call for the meeting says: “A cordial invitation is extended to 
those actively connected, either in official or supervisory ca- 
pacity, with the subjects presented by the various committees. 
— accounting and transportation officers are especially asked 
o attend.” 


DOINGS OF THE TRAFFIC CLUBS 


The Transportation Club of Saint Paul held a meeting at 
the Saint Paul hotel February 1. Clarence B. Randall, vice- 
president and general counsel, Tri-State Telephone & Telegraph 
Company, spoke on, “Then, Now and Tomorrow.” 





The Traffic Club of Atlanta held its annual banquet and 
election of officers at the Atlanta Athletic Club January 31. 
There was an attendance of 249 members and guests. D. W. 
Daniel, of Clemson College, and George W. West, president, 
Atlanta Chamber of Commerce, were the principal speakers. 
The following were elected to office: President, T. B. Curtis, 
general agent, C. & W. C.; first vice-president, J. T. Hiers, 
traffic manager, Southeastern Compress & Warehouse Com- 
pany; second vice president, F. C. Cheney, assistant general 
freight agent, S. A. L.; secretary-treasurer, F. B. Porter, South- 
ern Agricultural Chemical Corporation; directors, M. M. Em- 
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mert, H. G. King, P. L. Graves, and J. A. Strayer. B. B. ‘Cheek, 
traffic manager, Georgia Cotton Growers’ Co-operative Associ- 
ation, has been elected president of the Traffic Study Club of 
the Traffic Club of Atlanta. T. G. Smith, Atlanta & West Point 
railroad, has been elected secretary. 





The Chattanooga Traffic & Transportation Club held+a 
meeting at the Hotel Patten February 1. 





The Traffic Club of St. Louis held a meeting at the Cham- 
ber of Commerce January 31, The usual weekly luncheon, 
which would have been February 7, will not be held. 





The Traffic Club of Cleveland has submitted its resignation 
to the Associated Traffic Clubs of America, effective May 1. 





The Traffic Club of New Orleans has elected the following 
officers: President, S. R. Barnett, Southern Cotton Oil Com- 
pany; first vice-president, E. A. Groves, Rock Island; second 
vice-president, J. W. Elizardi, American Sugar Refining Com- 
pany; third vice-president, A. J. Chapman, Illinois Central; 
secretary, W. G. Yung; treasurer, B. M. Johnson, Fruit Dis- 
patch Company; directors, A. Lorch, New Orleans Transfer 
Company; H. H. Gray, Southern Pacific; S. T. DeMilt, New 
York & Porto Rico Steamship Company; J. M. Cousins, Wa- 
bash; and C. E. Dahlin, Celotex Company. 





The Burlington (lIa.) Shippers’ Association will hold its 
eighth annual dinner at the Hotel Burlington February 15. 





The El Paso Traffic Club has approved the educational 
program and the resolution pertaining to the consolidation of 
railroads adopted by the Associated Traffic Clubs of America 
at its Milwaukee meeting. The club has appointed an educa- 
tional committee. The following officers have been elected: 
President, L. V. Gardiner, A. T. & S. F.; first vice-president, 
J. M. Davis, A. S. & R.; second vice-president, E. F. Anderson, 
Southern Pacific; third vice-president, G. L. Arnold, El Paso 
Electric Company; secretary-treasurer, F. C. Tockle, assistant 
traffic manager, El Paso Freight Bureau. 





The Brooklyn Traffic Club of the Brooklyn Chamber of 
Commerce held a dinner meeting at the Hotel St. George Jan- 
uary 27. Richardson Webster, editor, Brooklyn edition of the 
New York Evening Journal, spoke on transportation and traffic 
regulation problems of the city. Eighteen new members were 
elected. There was a program of entertainment following the 
business meeting. The following were elected to office at a 
recent meeting: President, Frank Bilek, traffic manager, Chel- 
sea Fibre Mills; vice-president, C. E. Seymour, city freight 
agent, Erie; secretary, W. A. Becker, traffic manager, Brooklyn 
Chamber of Commerce; treasurer, R. A. Drake, division freight 
representative, Pennsylvania. 





The Pacific Traffic Association held a meeting at the Palace 
Hotel, San Francisco, February 1. Major James A. Dorst, U. S. 
Engineer Corps, spoke on “The Main Features of Industrial 
Preparedness.” He spoke particularly with reference to the 
Pacific coast and the traffic problems involved. 





The Traffic Club of Denver gave a “farewell dinner” to 
Charles Moore, past president of the club, at the Stockmen’s 
Club of the Denver Union Stock Yards. Mr. Moore will move 
to Los Angeles. 





The Junior Traffic Club of St. Louis held a meeting at the 
American Annex Hotel February 1. 





The Birmingham Traffic and Transportation Club will hold 
its annual banquet at the Tutwiler Hotel February 22. 





The Toledo Transportation Club held a meeting February 2. 





The Traffic Club of Syracuse (N. Y.) held its annual elec- 
tion and dinner at the Hotel Syracuse January 17. The follow- 
ing were elected: President, J. J. Jacobs, Isthmian Steamship 
Lines; vice-president, W. J. Coleman, Syracuse Cold Storage 
Company; secretary-treasurer, F. M. Varah, Syracuse Chamber 
of Commerce; board of directors, I. A. Chamberlain, American 
Railway Express Company; C. A. Thornton, Crouse-Hinds Com- 
pany; G. W. Eggert, D. L. & W.; L. E. Gillinger, Syracuse Ren- 
dering Company; C. L. Raper, Syracuse University; D. V. 
Howe, New York Central; W. J. O’Neill, Will & Baumer Candle 
Company, Inc.; A. J. Shandorf, Brown Lipe Chapin Company; 
and J. G. Ferguson, Merrell-Soule Sales Corporation. 





The Traffic Club of Wheeling (W. Va.) held a radio dinner 
at the Fort Henry Club February 3. 





The Junior Traffic Club of Chicago will have its annual 
dinner next Thursday evening in the rooms of the Traffic Club 
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of Chicago. Professor Sorrell, of the University of Chicago, 
and S. O. Dunn, editor of the Railway Age, will be the speakers. 





The Traffic Club of Detroit will hold its third annual din- 
ner at the Hotel Statler February 15. 





The annual meeting and election of officers of the Traffic 
Club of Philadelphia will be held at the Bellevue-Stratford 
February 14. 





The Transportation Club of Decatur (Ill.) will hold a meet- 
ing at the Hotel Orlando February 9. W. E. Butterbaugh, chair- 
man, educational committee, Associated Traffic Clubs of Amer- 
ica, will speak on “Work of the Educational Committee of the 
Associated Traffic Clubs of America.” 





About two hundred attended the “second annual griddle 
cake dinner” of the Traffic Club of Minneapolis at the Nicollet 
Hotel January 22. 





There was an attendance of about 90 at the dinner meet- 
ing of the Worcester Traffic Association at the Hotel Bancroft 
January 25. John F. Tinsley, vice-president and general man- 
ager, Crompton & Knowles Loom Works, and chairman, Massa- 
chusetts Division, New England Governors’ Council, told of the 
industrial and commercial advantages of New England and the 
work of the council of which he is chairman. He said its chief 
function was the creation of a “right state of mind.” 





The Traffic Club of Kansas City will hold a joint meeting 
with the Co-Operative Club at the Hotel Baltimore February 8. 





The Traffic Club of Tulsa was entertained with vocal selec- 
tions at its luncheon, February 1, by B. E. Lemen, Traffic rep- 
resentative of the Grand Trunk Railway, St. Louis, accom- 
panied at the piano by his wife. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended January 22 totaled 
942,587 cars, as compared with 950,045 cars the preceding week, 
and 921,643 and 924,291 cars in the corresponding periods of 
1926 and 1925, respectively, according to the car service division 
of the American Railway Association. 

As compared with the preceding week, loading of grain and 
grain products, coke, forest products, ore, and merchandise, 
L. C. L., slightly increased, and loading of live stock, coal and 
miscellaneous freight slightly decreased, in the week ended Jan- 
uary 22. 

Loading by districts the week ended January 22 and for the 
corresponding period of 1926 was reported as follows: 


Eastern district: Grain and grain products, 9,951 and 9,703; 
live stock, 2,957 and 2,960; coal, 51,581 and 31,007; coke, 3,502 and 
5,626; forest products, 6,181 and 7,006; ore, 1,687 and 1,531; mer- 
chandise, L. Cc. L., 68,088 and 68,598; miscellaneous, 74,555 and 
82,966; total, 1927, 218, 502; 1926, 209, 397; 1925, 210,261. 

Allegheny district: Grain and grain products, 3,495 and 
2,844; live stock, 2,130 and 2,110; coal, 55,801 and 45,009; coke, 
5,649 and 8,466; forest products, 3,003 and 3,340; ore, 1,559 and 
2,555; merchandise, is C by, SO 819 and 61,363; Miscellaneous, 63,- 
414 and 70,525; total, 1927, 185, 870; 1926, 185, 912; 1925, 185,024. 

Pocahontas district: ‘Grain and grain products, 342 and 237; 
live stock, 82 and 77; coal, 44,510 and 40,970; coke, 578 and 601; 
eran, products, 1,579 and 1,333; ore, 115 and 47; merchandise, 
ta C. 7,194 and 7,188; miscellaneous, 5,152 and 4, 333; total, 1927, 
59, 162: "1926, 54,786; 1925, 49,888. 

Southern district: Grain and grain protee 4,051 and 4,509; 
live stock, 2,328 and 2,081; coal, 30,649 and 28,365; coke, 876 and 
1,532; forest —, 20, 588 and my" 630; ore, 1,146 and 1,423; mer- 
chandise, L. C. La, 41,142 and 683; miscellaneous, 52, 163 and 
49,962; total, 1927, 152, 943; 1926, eth 735; 1925, 139,0 

Northwestern district:' Grain and grain Mn an 10,070 and 
10,944; live stock, 9,679 and 10,064; coal, 10,045 and 8,925; coke, 
1,328 and 1,565; forest products, 18, 085 and 20, 736; ore, 609 and 531; 
merchandise, LC 30,515 and 30, 141; miscellaneous, 29,676 and 
31,115; total, 1927, 10, 007; 1926, 113, 391; 1925, 23,3 

Central Western district: Grain and co products, 12,640 
and 12,536; live stock, 11,272 and 11,093; coal, 24,000 and 20,826; 
coke, 404 and 334; forest products, 7,475 and 8,535; ore, 3,635 and 
3,593; merchandise, L. C. L., 33,598 and 33,725; miscellaneous, 48,- 
398 and 46,721; total, 1927, 141, 422; 1926, 137, 363; 1925, 151,157. 

Southwestern district: Grain and grain products, 5,464 and 
5,453; live stock, 2,517 and 2,406; coal, 8,129 and 6,365; coke, 154 and 
197; forest products, 8,607 and d 8, 458; ore, 392 and 361; merchandise, 
L. C. L., 16,357 and 16, 498; miscellaneous, 32,771 and 33,321; total, 
1927, 74, "391: 1926, 73, 059; 1925, 65,598. 

Total, all roads: Grain and grain products, 45,913 and 465,- 
776; live stock, 30,965 and 30,791; coal, 224,715 and 180,837; coke, 
12,491 and 18,321; forest gregees. i 518 oe 70,038; ore, 9,143 
and 9,741; merchandise, L. Eis 3 and 2 7,196; ‘miscellaneous, 
306,129 and 318,943; total, 1927. 543, EBT: 1926, O24. 643; 1925, 924,291. 


Loading of revenue freight this year compared with the two 
previous years follows: 


1927 1926 1925 
Week ended January 1 .......ccece 740,348 741,560 767,098 
Week ended January 8 .........0.. 940,800 907,622 934,170 
Week ended January 15 .........00. 950,045 931,735 934,022 
Week ended January 22 ....... ooccs Camper 921,643 924,291 


BOCAS) 6 fs sie oie siswiinisc wwdiedeeates 3,573,780 3,502,560 3,559,581 
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VACANCY ON COMMISSION 


President Coolidge, toward the close of this week, had not 
reached a conclusion as to filling the vacancy on the Commis- 
sion caused by the expiration of the term of former Commis- 
sioner Cox and rejection by the Senate of the nomination of 
Cyrus E. Woods, of Pennsylvania. 


Senator Reed, of Pennsylvania, it is understood, has urged 
the President to appoint Representative Henry W. Temple, Re- 
publican, of Washington, Pa. Senator Neely, of West Virginia, 
has announced that he will oppose confirmation of appointment 
of any one from Pennsylvania at this time. 


Representative Temple was born at Belle Center, Ohio, 
March 31, 1864. He was formerly a minister, having served as 
pastor of churches at Baxter, Leechburg and Washington, Pa. 
He became adjunct professor of political science in 1898, and 
professor of history and political science in 1905, in Washing- 
ton and Jefferson college, where he remained until his election 
to the Sixty-third Congress. He has been a member of each 
succeeding Congress. 


The name of James C. Davis, formerly Director-General of 
Railroads, and now engaged in the practice of law at Des 
Moines, Ia., has been mentioned in connection with the vacancy. 
Mr. Davis was in Washington last week and he called on the 
President. He said he had merely called to pay his respects. 


The name of H. H. Haines, formerly manager of the Gal- 
veston Chamber of Commerce, and who also was formerly with 
the Chamber of Conimerce of Houston, Tex., it is understood, 
has been placed before President Coolidge for consideration in 
connection with the vacancy on the Commission. It is under- 
stood that the suggestion that Mr. Haines be appointed came 
from R. B. Creager, a Republican leader of Texas. Mr. Haines 
was Republican candidate for governor of Texas last year. He 
has appeared, in connection with Texan transportation matters, 
before the Commission and the Shipping Board. 

A resolution stating that the region from which a member 
of the Commission came from was of little importance “in com- 
parison with the necessity for men of practical traffic expericence 
to aid in the solution of such technical and important problems” 
as came before the Commission, was adopted by the Northwest- 
ern Lumbermen’s Association embracing 7 states at its annual 
convention in Minneapolis January 18-20. The resolution point- 
ed to the importance and intricacy of the matters that come 
before the regulatory body, and, in view of the prospect, at that 
time, of the Senate’s refusal to accept the appointment of Cyrus 
E. Woods, proposed to the President the name of Oliver W. 
Tong, of Minneapolis, for the vacancy, with the statement that 
his “qualifications, gained through many years of practical ex- 
perience in handling freight rates and commerce matters for 
diversified shipping interests in various localities, have espe- 
Gially qualified him for the position.” 


The resolution contained instructions that it be transmitted 
to President Coolidge by telegraph and that the secretary trans- 
mit copies to the “respective senators and representatives in 
Congress, and that they may be urged to endorse and secure 
favorable consideration of the resolution by the President and 
the Senate.” 


A resolution opposing the principle of regional divisions of 
the Interstate Commerce Commission and condemning political 
influence in the appointment of commissioners was adopted by 
the Chicago Shippers’ Conference at its meeting February 2. 
The resolution follows: 


Resolved, That we favor an Interstate Commerce Commission 
unhampered in any respect by political influence. 

That we are unalterably opposed to appointment of members 
to the Interstate Commerce Commission for reasons other than 
merit, ability, and experience. 

That we oppose sectional appointment to the Interstate Com- 
merce Commission and the principle of regional commissions, be- 
lieving that the public interest is best served by a Commission 
unprejudiced by regional and local interests to the end that the 
transportation facilities of the country be operated in a fair and 
impartial manner for the maintainance and development of na- 
tional prosperity. 


The resolution was submitted by the chairman of the legis- 
lative committee, R. W. Campbell, traffic director, Butler Paper 
Co. He said the resolution, as framed, was intended only as a 
general statement of the position of the organization on the 
matters involved, and that, if occasion required, the committee 
of which he was chairman proposed to submit specific resolutions 
on the various points contained therein to transmit to Congress. 


REORGANIZATION OF I. C. C. 


When S. 2808, the bill providing for reorganization of the 
Commission by requiring members to be appointed from des- 
ignated geographical districts of the country, was reached on 
a call of the calendar in the Senate, January 31, Senator Smith, 
of South Carolina, author of the bill, said he wished to give notice 
that, as soon as the appropriation bills were out of the way, he 
would insist on the Senate taking some action with respect to 
the bill. Said he: 
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I think we have had sufficient evidence of the necessity for en- 
acting the kind of legislation proposed in the bill. We have had some 
quite unpleasant experiences in reference to the appointment and 
apportionment of interstate commerce commissioners, and I think 
the trade and traffic situation of the country is now sufficiently 
standardized and defined so that we may consider this matter in- 
telligently and apportion the representation of the country according 
to the needs of our transportation business. 


I. C. LAW AND DECISIONS 


The Senate has approved, without debate, the resolution 
offered by Senator Hawes, of Missouri, calling on the Commis- 
sion to prepare a manuscript covering the text of the various 
acts administered by it and related provisions of law, annotated 
with digests, following each section, of all pertinent decisions 
of the courts and the Commission and other administrative agen- 
cies and with the regulations of the Commission, together with 
an index. The manuscript is to be submitted to the Senate 
on or before October 1, 1927, and printed as a Senate document. 
The Senate interstate commerce committee approved the reso- 
lution. The report of the committee, which was submitted by 
Senator Fess, of Ohio, follows: 


The committee on interstate commerce, to which was referred 
Senate Resolution 334, introduced by Mr. Hawes, of Missouri, here- 
with reports the same favorably and urges its early passage for the 
following reasons: 

Since 1887, when the first act authorizing the creation of an Inter- 
state Commerce Commission with power and authority to regulate 
interstate commerce, so many additions have been added to that 
act at various sessions of Congress; the scope of the act has been 
so extensively widened and the bill amended so frequently that 
there has grown up what may be termed a transportation code 
in itself. 

The transportation act of 1920 alone constitutes a very important 
portion of the transportation code. 

At the present time the only publication authorized is what is 
known as the interstate commerce act and related laws. This 
volume is used at all committee hearings of the Senate and House, 
and during all discussions of the interstate commerce on the floor of 
both Houses. It is likewise the sole guide of all persons, including 
members of the commission, so far as an authorized publication is 
concerned, but during the period of the growth of this code the 
various sections added thereto have been subjected first to the 
decisions of the commission in the administration of the law, and 
secondly, to the opinion of the courts as a result of litigation, so that 
a reading of the interstate commerce act and related laws does not 
supply the information required. 

The pamphlet proposed to Senate Resolution No. 334 would add 
greatly to the convenience of the members of the Senate in consider- 
ing proposed changes in the transportation act, or any business of the 
Senate having to do with the interstate commerce act. 

The resolution gives the commission ample time to prepare the 
document, and provides for its printing after the material therefor 
has been prepared by the commission. 


Senator Curtis, of Kansas, asked unanimous consent in the 
Senate, February 2, to enter a motion to reconsider the vote 
by which the Senate approved the Hawes resolution. 
aration of a digest of interstate commerce law and decisions. 
He obtained permission to enter the motion, on which action 
was to be taken later. The senator said he had ascertained 
that it would cost $50,000 to print the document, to say nothing 
about the cost of compilation. He said he felt that he had 
rather neglected his duty in letting a matter of that kind go 
through. 


LIVE STOCK CAR BILL 
The Trafic World Washington Bureau 


The Senate interstate commerce committee, February 1, 
temporarily put aside the Fess consolidation bill and held a 
hearing on S. 4923, a bill introduced by Senator Wheeler, of 
Montana, to amend the interstate commerce act to permit com- 
mon carriers to contract in writing with any shipper to furnish 
such shipper, at a specified time, cars for loading with live stock. 

Alfred P. Thom, general counsel of the Association of Rail- 
way Executives, said the purpose of the bill was to take out of 
the transportation act certain provisions that prohibited dis- 
crimination and to exempt certain classes of shippers from exist- 
ing requirements of the law. He contended that the bill hit at 
the vital part of the interstate commerce policy of Congress, 
namely, equality. He said the inducement was held out under 
the bill for railroads to make contracts with shippers at com- 
peting points and not to make them at other points. He said 
if that were done, the result would be that the facilities of the 
railroads would be absorbed to the discrimination of shippers 
not favored thereunder. He said the bill would permit unjusti- 
fied discrimination as between big shippers and little shippers. 
Mr. Thom introduced M. J. Gormley, chairman of the car service 
division of the American Railway Association, who explained 
the manner in which the association controlled the.distribution 
of cars. 


Mr. Gormley briefly reviewed the conditions that resulted 
in organization of the regional advisory boards and of the great 
improvement in car service that had been brought about by the 
co-operation, through the boards, between the shippers and the 
railroads. Before the organization of the boards, Mr. Gormley 
said, the practice was quite general for shippers to order more 
cars than were required by them in order to be sure that they 
obtained the number of cars they wished. This resulted in a 
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GENERAL MERCHANDISE STORAGE 


Pool Car Distribution. Forwarding—Rigging 


BALTIMORE TRANSFER CO. 


Telephone Calvert 0300 300 Block, North Front St. 


TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. 
ST. haar, a 









MEMBERS AWA OWA 


BUIL OS BETTER BUSINESS 


MERCANTILE WARENHQUSING AND DISTRIBUTING 


DENVER, COLORADO | 


Kennicott-Patterson Warehouse Corporation 


STORAGE AND DISTRIBUTION OF 
Merchandise and Household Goods 


Serving many large National Distributors. Write us for information and rates | 
1700 Sixteenth Street, DENVER, COLORADO 


MUSKOGEE, OKLAHOMA 


2 Fireproof Warehouses 


Merchandise and Household Goods Stored 
Pool Cars Distributed — Railroad Siding. 


MUSKOGEE TRANSFER & STORAGE (0. 


HOTEL COSMOPOLITAN 


DENVER, COLORADO 


Opened June 5, 1926 460 ROOMS WITH BATH 


The Largest and Finest Hotel in the State 









“The Leading Hotel of Denver” 
“CHIEF” GONZALEZ and HIS “‘“ROYALS” 
_EVERY EVENING 
CHARLES F. CARROLL, General Manager 
The “‘Metropole” is now an Annex to the “Cosmopolitan” 


CHICAGO, ILL. 


LOCATED NEAR LOOP 
40 Car Siding. Free ea 
Tunnel delivery to all Trunk Lines 
and to Aurora and Elgin Electric. 
Space for Rent 
Representative 
NATIONAL WAREHOUSING, INC. 


es Sede New York, and 
mm St., ‘San Francisco 
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difficult situation for the railroads to meet, he said. With the 
regional advisory boards in operation, he said, the railroads 
were advised in advance of the needs of a given region as to 
car service and the troubles of the past had been practically 
eliminated. He referred to the improvement in the situation 
with respect to prompt unloading of cars by shippers and of 
the more intensive use of available equipment. He said the 
railroads in 1925 collected $10,000,000 less in demurrage than 
in 1920 because of the prompt handling of cars. He pointed out 
that this was a saving to shippers as well as making available 
for use more equipment. He said that, since 1923, the railroads 
had added 586,000 cars to their plant. 

No cars were used under special contracts as provided in 
the bill, Mr. Gormley said. He said if cars could be contracted 
for as provided in the bill, the power of the car service division 
to effect equitable and efficient distribution of cars would be 
taken away. He told of specific instances of how the car serv- 
ice division had met demands for cars under its car service 
rules. He said, with the railroads working through the car serv- 
ice division and with the co-operation of the regional advisory 
boards, the shipper was being taken care of 100 per cent. He 
said there had been no complaint as to car service in the last 
two years except, that in a few instances, there was a delay of 
24 to 48 hours in getting cars where they were desired. The 
point of Mr. Gormley’s testimony was that, with conditions as 
they were now, such a bill as that offered by Senator Wheeler 
was not necessary to insure car service to live stock shippers 
and that enactment of such a bill would disrupt the present 
arrangements. 

Senator Wheeler Said he realized there had been marked 
improvement in the car service of the railroads generally, but 
that the complaint of the individual live stock shipper was that, 
in some cases, cars had been ordered and were not ready when 
the shipper had driven his stock to a loading point, with the 
result that-the value of the stock depreciated. Mr. Gormley 
read from statements of members of the regional board of the 
northwest to the effect that there were no complaints from live 
stock shippers as to car service. 

R. S. Outlaw, commerce attorney of the Santa Fe, also ob- 
jected to the bill. The hearing was concluded. 


RATE PROTEST TO SENATOR 


Senator Norbeck, of South Dakota, submitted to the Sen- 
ate, February 1, a letter from E. G. Sorensen, of the Doland 
Produce Company, of Doland, S. D., protesting against the de- 
cision of the Commission in No. 15823, with respect to rates 
on butter, eggs, and dressed poultry. The letter, which was 
referred to the interstate commerce committee, without instruc- 
tions, follows: 


Your attention is directed to a recent decision of the Interstate 
Commerce Commission in Docket No. 15823—a case brought by the 
Commercial Club of Duluth, Minn., which is to take effect on March 
25, 1927, and which would increase the present freight rates on butter, 
eggs, and dressed poultry, carloads, from Watertown, Aberdeen, Do- 
land, Elkton, Huron, Mitchell, Redfield, and other points in South 
Dakota to Chicago, Ill. 

We own and operate a general produce house in Doland and there 
purchase poultry, butter, and eggs from farmers in the surrounding 
territory. The products are assembled at Doland and shipped to 
Chicago. 

In our paying prices to the farmer, we must necessarily take the 
freight rate into account, and the increase in rates above mentioned, 
if made effective, will have to be borne by the farmer. In other words, 
if the present freight rates are advanced as proposed, our paying 
prices to the farmer will have to be lowered to the extent of the in- 
crease in rates. 

We are advised that Congress in passing Senate Joint Resolution 
107 (more commonly known as the Hoch-Smith resolution) instructed 
the Interstate Commerce Commission to lower the rates on agricultural 
products wherever possible, and if this is true, we can not under- 
stand why the commission now finds it necessary to raise the rates 
on eggs, poultry and butter. 

Traffic men, who are in a position to know, tell us that the present 
rates, if anything, are excessive. In the interest of farmers of the 
state of South Dakota, we therefore respectfully urge that you in- 
vestigate this action of the Interstate Commerce Commission, and 
if consistent, have the Commission vacate its order in docket 15823 
in so far as it relates to freight rates to Chicago. If this can not 
be accomplished, then the Commission should postpone the effective 
date of its order pending further hearing. Your co-operation in this 
matter will be very much appreciated. 


POSTAL RATE BILL 


The bill (H. R. 13446) providing for a revision of various 
classes of postal rates was discussed in the Senate February 2 
but no action was taken on it. Senator Moses, who explained 
he was not for all the provisions in the bill as it stood, urged 
that the Senate pass the measure as it was and that differences 
between the Senate and House be adjusted in conference. The 
senator submitted a letter from Postmaster General Harry S. 
New in which the Post Office Department estimated that passage 
of the bill would result in a net decrease in revenues of $27,- 
897,180. Mr. New said he could not recommend the bill as a 
whole and could not refrain from saying that the passage of 
the bill would result in adding not less than $28,000,000 to the 
deficit of the department, which for the fiscal year 1926 was a 
cash deficit of $19,972,379, and an operating deficit of $37,- 
906,118. Senator Moses said that, as against the loss thus indi- 
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cated, “we have glowing prophecies of a tremendous increase in 
business to be brought to the Post Office Department by reason 
of the reduction in postal rates, the motto of those who hold 
to that rosy view being, I suppose, ‘Large sales and small prof- 
its.” Senator McKellar spoke in support of the bill. 

No action was taken on a request of Senator Moses that 
the Senate take up the bill. At the night session of February 
2, Senator Willis, of Ohio, objected to consideration of the bill 
when bills to which there was no objection were under consid- 
eration, on the ground that such a bill as the postal bill could 
not be disposed of under the five-minute rule. 

The Postmaster General estimated that restoration of the 
1920 second-class rates as proposed in the bill would result in 
a decrease in revenue of $8,389,180. Discontinuance of the 
service charge on fourth class matter, as proposed in the bill, 
he said, would cause an estimated decrease of $19,000,000. The 
bill contains some provisions that were recommended by the 
Post Office Department and other provisions that the depart- 
ment did not recommend. The changes in the second-class 
rates and the elimination of the service charge on fourth-class 
matter were not recommended by the department. 


PISTOLS AND REVOLVERS IN MAILS 


The Senate has passed H. R. 4502, a bill declaring pistols, 
revolvers and other firearms capable of being concealed on the 
person non-mailable and providing a penalty therefor. 


INTEREST AND REFUNDING BILL 


Senator Gooding, of Idaho, made an unsuccessful attempt 
Jan. 31 in the Senate to obtain unanimous consent for consid- 
eration of S. 2929, the bill authorizing a reduction in the rate 
of interest on railroad indebtedness to the government and for 
funding of the indebtedness over a long period of years. Senator 
Couzens, of Michigan, objected. : 


RAILROAD TICKET BILL 


Repreesentative Newton, of Minnesota, has introduced H. R. 
16736, a bill providing for punishment of fraudulent use of 
railroad tickets or passes. The bill would amend section 1 
of the Elkins act. 


POSTAL DEMURRAGE BILL 


A favorable report on a bill authorizing the Postmaster- 
General to impose demurrage charges on undelivered collect-on- 
delivery parcels has been ordered by the House committee on 
post office and post roads. 


STEEL RAILWAY P. O. CARS 


The House committee on post office and post roads has 
favorably reported a bill providing that, after July 1, 1928, all 
cars, or parts of cars used for railway post office service shall 
be of steel construction, except that with respect to short lines, 
no apartment railway post office car of other than steel or steel 
underframe construction may be operated by any independent 
short-line railroad in trains in which any other steel or steel 
underframe equipment is operated. The committee said the bill 
was substantially in conformity with suggestions made by the 
Postmaster-General with reference to H. R. 4475. This bill was 
amended by the committee writing a new bill which carries the 
same number. 


ST. LAWRENCE WATERWAY 


A joint resolution of the Minnesota legislature urging the 
President to negotiate a treaty with Canada providing for con- 
struction of the St. Lawrence waterway project was submitted 
to the Senate this week. 


COAL PRODUCTION AND SHIPMENT 


Total soft coal production the week ended January 22 was 
estimated at 13,498,000 net tons by the Bureau of Mines of the 
Department of Commerce. Anthracite production was estimated 
at 1,488,000 tons. 

Tidewater bituminous coal shipments from Hampton Roads 
the week ended January 22 were estimated at 495,633 net tons, of 
which 279,170 were for New England delivery. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period Jan- 
uary 15-22, inclusive, was 275,544 cars, as compared with 319,481 
cars in the preceding period, according to car service division 
of the American Railway Association. The average daily short- 
age was 238 cars, made up of 55 flat, 146 gondola, 28 hopper, and 
9 refrigerator cars. The surplus was made up as follows: 


Box, 139,194; ventilated box, 444; auto and furniture, 23,587: 
total box, 163,225; flat, 9,573; gondola, 39,808; hopper, 25,943; total 
coal, 65,751; coke, 723; S. D. stock 20,852; D. D. stock 3,107; refrig- 
erator, 11,020; tank, 255; miscellaneous, 1,038. 


Canadian roads reported a surplus of 21,850 cars, made uD 
of 18,600 box, 1,150 flat, 250 gondola, 900 S. D. stock, 650 refrig- 
erator, and 300 miscellaneous cars. 
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February 5, 1927 


ve CITY, OKLA. 


FREE 
SWITCHING 


LOW 
INSURANCE 
RATES 


ESTABLISHED 
1889 


GENERAL WAREHOUSING AND DISTRIBUTION. NEGOTIABLE 
WAREHOUSE RECEIPTS. MOTOR TRUCK AND TEAM SERVICE 


0. K. TRANSFER & STORAGE CO. 





IN THE CHICAGO SWITCHING DISTRICT 


Fine PRogg 


M 
eeOhiiose AND Coin SToRAct 





GENERAL MERCHANDISE, FURNITURE and COLD STORAGE 
Quick Service, Efficient Handling, Low Rates. 








INDIANAPOLIS, IND. 





Tripp Warehouse Company 


MERCHANDISE STORAGE 
POOL CAR DISTRIBUTION 


Centrally Located in Shipping District 
Motor Truck Delivery No Trap Car Delays 


“Service That Satisfies’’ 





Send us your Merchandise 
THE GREAT LAKES WAREHOUSE CORP., Hammend, Ind. 
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PANAMA MAIL S.S.CO. 


Fast Freight and Passenger Service 


Scheduled Sailings via Panama Canal 
From—SAN FRANCISCO AND LOS ANGELES 
To—HAVANA AND NEW YORK 


EASTBOUND SAILINGS 


From San Francisco From Los Angeles 
February 19 February 21 
March 14 
s. s. ECUADOR April 4 


Also regular sailings for Mazatlan, Manzanillo, Cham- 
perico, San Jose de Guatemala, Acajutla, La Libertad, La 
Union, Corinto, Amapala, Puntarenas, San Juan del Sur 
and Balboa, Cristobal (Panama) and Buenaventura. 

Trans-Shipment at Panama for South America and European Ports 


OFFICES 
350 Marquette Bldg., Chicago, IIl. 2 Pine Street, San Francisco, Cal. 
10 Hanover Sq., New York, N.Y. 548 S. Spring St., Los Angeles, Cal. 


Southern Steamship Company 


OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS: 
From Philadelphia... Wednesdays and Saturdays 
From Houston.”....... Mondays and Thursdays 


Low Rates Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
321 Commercial Trust Bldg., PHILADELPHIA, PA. 















WAREHOUSE 
“‘Service That Will Satisfy’’ 


THE MERCHANDISE STORAGE CO. 


U. S. BONDED 


COLUMBUS, OHIO 


PORT: HOUSTONS SHIPSIDE WAREHOUSE 


Direct from ships’ holds to warehouse, by means of 
—Re-inforced concrete and steel,—equipped with 


Warehouse, 
With our long experience in the warehouse business, we are familiar with the 
movement. 


Complete record of all —— mailed same day of 
Your shipments can be financed through our negotiable 


electric conveyors, with one handling :—No trucking, swi ng. 
automatic sprinkler,—insurance 12c per hundred po thay per annum. 
requirements necessary to the proper handling of your shipments. 
Daily stock reports furnished, if desired. 
pts. 


BINYON SHIPSIDE WAREHOUSE CO., Inc., HOUSTON, TEXAS 
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CARGO RATES ON FIRM BASIS 


The Traffic World New York Burcau 


Chartering in the full cargo trades in the last week has 
been more active than for some time, due largely to the dis- 
appointment of shippers who have expected a greater supply 
of vessels and their conviction, reached reluctantly, that nothing 
more was to be gained by waiting for a substantial reaction in 
rates. The grain and coal markets have been comparatively 
quiet, but there has been a sufficient volume of business in other 
directions to produce a better list of fixtures than in the previous 
week. 

With the exception of the brief decline immediately after 
the termination of the British coal strike in December, the full 
cargo market has preserved an unexpected stability. There has 
been an entire absence of distress vessels, demand has kept 
up closely with the supply of ships, and shipowners have shown 
no disposition to press their space on the market except at 
figures which they considered satisfactory. 

Several slight concessions have been made in fixtures despite 
the firmness of the general market. Vesels were placed for 
coal to the River Plate at $4.25 a ton, sugar to Marseilles at 
21 shillings, and grain from New York to Antwerp-Hamburg at 
16% cents for one port and 17 cents for two ports. 

The time charter market underlying the West Indies trade 
was a conspicuous exception to the prevalent dullness, with 
about 20 fixtures completed at firm rates. 


REGISTRY- OF FOREIGN VESSEL 
The Traffic World Washington Bureau 


The Senate commerce committee has put up to the Senate 
the question of whether or not a Norwegian sailing vessel 
should be admitted to registry under the American flag. The 
committee made no recommendations because, it said, of the 
unusual circumstances involved. 

The House, last May, passed H. R. 7973, authorizing the 
commissioner of navigation to cause ‘the foreign-built sailing 
vessel Derwent, purchased and wholly owned by American citi- 
zens and repaired and changed by them into a barge, to be 
enrolled and licensed as a vessel of the United States. The 
Senate committee considered this bill and reported it back to 
th Senate without recommendation. 

The committee said it felt that the judgment of the Senate 
ought to be taken on the case. The committee set forth in its 
report that the Marine Contracting & Towing Company was en- 
gaged at Charleston, S. C., in the towboat business. The com- 
pany, because of demands of local business, wished to buy a 
tow barge. The committee said the company was unable to 
obtain what it wished from private yards or private agencies. 

It was to be noted, however, the committee said, that the 
company failed to communicate with the Shipping Board, and 
that, as shipping people, the company should have known that 
the board had vessels that were particularly fitted, with small 
additional expenditure, for barge service. 

The Shipping Board adopted a resolution opposing the bill 
on the ground that it believed it “unwise to have private bills 
to cover measures which appropriately come within general laws, 
but also because this board has many vessels for sale of a 
type and kind and in condition usable in the service in which 
it is proposed the Derwent will be operated.” 

The bill was referred to Secretary Hoover, of the Depart- 
ment ofsCommerce. Mr. Hoover said the vessel would be of 
practically no value except in the coasting trade and that his 
department perceived no objection to the passage of the bill. 
He explained that it was not possible, under existing law, to 
register the vessel under the American flag for use in the coast- 
wise service. ; 


In its report, the committee, in part, said: 


It is the feeling of the shipping board that the Marine Contract- 
ing & Towing Co. was not at all diligent in its eftort to purchase a 
ship that could be registered according to existing law. 

The company, failing in its effort to purchase a barge through 
private agencies, subsequently was advised that the Norwegian sail- 
ing vessel Derwent had been laid up in Charleston Harbor for re- 
pairs, and that it could with relatively small expense be put in con- 
dition for the service planned. 

The Derwent was purchased for $10,250. Repairs were made so 
siz. c00e the vessel in shape for towing service; these repairs cost 

The company went to customs officials of the port of Charleston 
and made inquiry as to whether the ship could be admitted to 
American registry. It is said these customs officials advised the 
Marine Contracting & Towing Co. that it would not be difficult to 
have the Derwent transferred to American registry. Depending 
upon this advice, the company purchased the Derwent and had the 
essential repairs made in an American shipyard, namely, the Charles- 
ton Dry Dock & Machine Co. 

After repairs had been completed the company undertook to have 
the barge placed under American registry. This registry was very 
properly refused. Your committee feels that the purchasers of the 
barge were not at all justified in relying upon the statements of un- 
named customs officials at Charleston; they might, with almost 
equal propriety, have consulted the postmaster at Charleston or 
some official of the Department of Agriculture. As shipping men 
they are chargeable with knowledge of the laws governing our coast- 
wise trade. It seems peculiar that this firm conferred with so many 
private shipyards, as well as agencies, and yet failed to consult the 
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only authority having full jurisdiction in the premises, namely, the 
shipping board. ] 

Furthermore, it seems strange that in a matter of so much 
importance the company would have relied upon the statements of 
an official whose duty did not at all require him to give advice in such 
matters. 

So far as its proceedings are concerned, it is believed the com- 
pany is guilty of dereliction; it did not exercise proper care in secur- 
ing advice as to procedure. It is but fair to add, however, that there 
is an element of equity in the case. An additional barge was un- 
doubtedly needed in the coastwise service; the Derwent was at hand; 
repairs could be made cheaply and quickly. In the haste incident 
to the transaction the Marine Contracting & Towing Co. relied, with- 
out justification, upon the statement of a local official. 

It is important, if favorable action shall be taken on this bill, 
that it shall be understood this action does not constitute a precedent. 
If it should be so considered, it would be exceedingly harmful and 
seriously deterimental to the well-recognized policy of giving en- 
couragement to shipping built in American shipyards. 

If every person interested in shipping is to understand that he 
may buy foreign ships, have them rebuilt and admitted to American 
registry by special act, it will be found that this practice is exceed- 
ingly harmful to American shipping, generally, and to American ship- 
yards in particular. 


LOAD LINE BILL 


Senator Jones, of Washington, has introduced, after con- 
sideration by the Senate commerce committee, S. 5463, a bill 
providing for the establishment of load lines on American ves- 
sels in foreign trade. The Secretary of Commerce, under the 
bill, would be authorized to establish by regulations, from time 
to time, the load water lines and marks thereof indicating the 
maximum depth to which vessels covered by the bill might 
safely be loaded. The bill does not apply to vessels in the 
coastwise trade. Senator Jones said the latter was a problem 
to be worked. out in the future. 

A favorable report on the load line bill was submitted to 
the Senate from the commerce committee by Chairman Jones. 
The report said that the purpose of the bill was to promote safety 
at sea. It was pointed out that the principal maritime nations 
had legislation providing for load line, but that the United States 
did not have such legislation. Continuing, the committee said: 


Some years ago we were advised by some countries that they 
would have to enforce their load-line laws against our vessels enter- 
ing their ports. Upon representation that we were seeking to pass 
such legislation, these countries have refrained from enforcing their 
laws against our ships. Unless we get some legislation on this 
important matter we are apt to have our ships confronted with a 
demand to comply with the laws of these countries. We ought not 
to put ourselves in a position of such needless humiliation. We 
should show our appreciation of the courtesy shown us by the world 
maritime nations and pass this legislation without delay. 

The bill as originally introduced applied only to ships of 500 gross 
tons and over. It also exempted vessels engaged in certain foreign 
trades and did not apply to the coastwise trade at all. 

It was urged upon the committee that all vessels over 50 gross tons 
should have the load line and also that all vessels engaged in the 
coastwise trade should be included in the terms of the act. 

The situation confronting our vessels in the foreign trade is en- 
tirely different from that confronting our coastwise ships. Their prob- 
lems can be dealt with in the future at our pleasure. The situation 
confronting our ships in the foreign trade has the important phase 
referred to growing out of the action of other nations. The com- 
yy felt that we should deal with this situation without further 

elay. 


We apply the bill to all vessels in the foreign trade on the sea 
of 250 gross tons and over. We can see no good reason for the exemp- 
tion in the original bill. 


CONFERENCE AGREEMENTS APPROVED 


Approval of conference agreements affecting service from 
the Gulf and South Atlantic to ports of Europe was announced 
by the Shipping Board February 1. The agreements were 
filed with the board in accordance with section 15 of the ship- 
ping act. 

The Gulf-Mediterranean ports conference agreement that 
was approved recently by the board was cancelled at the request 
of the carriers. The agreement provided for substantially the 
same rates on commodities originating in Central Freight Asso- 
ciation territory and passing through Gulf ports as the rates 
via New York. Cancellation of the agreement allows the car- 
riers unrestricted freedom in making rates on Central Freight 
Association traffic. 

Agreement entered into by the Gulf-French Atlantic Ham- 
burg Range Conference, the Gulf-British Conference and the 
Gulf-Shipping Board United Kingdom Conference, will make 
ocean rates from the Gulf practically the same as rates from 
North Atlantic ports. The agreement provides that the ocean 
rates from the Gulf shall not be lower than current rates from 
New York. 

An agreement of organization, filed on behalf of the South 
Atlantic Steamship Conference, comprising trade from South 
Atlantic ports to all foreign ports, was also approved by the 
board. Parties to this agreement are the American Palmetto 
Line, Henry Nanninga Company, Strachan Shipping Company, 
and Trosdal, Plant & LaFonta. Headquarters of the conference 
is at Savannah. 


U. S. SHIPS IN FOREIGN TRADE 
More American merchant ships were employed in foreign 
trade on January 1, 1927, than at any other time in the last four 
years. On that date there were 727 American vessels, of 4,143,- 
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GULF PACIFIC LINE 


THE STEELE STEAMSHIP LINE, INC. 
SWAYNE & HOYT, INC. 
(Joint Service) 


SAILINGS EVERY SECOND SATURDAY 
FROM 


Mobile and New Orleans 


Los Angeles, San rancleee, Oakland 
Portland, Seattle and Tacoma 


Through Bills of Lading issued to Hawaii, Australia, 
New Zealand and Dutch East Indies for trans- 
shipment at San Francisco. 


Calls are made at Tampa and San Diego as Cargo offers 


THE STEELE STEAMSHIP LINE, INC., General Gulf Agents 
424 Whitney Central Bldg., New Orleans, La. 


SWAYNE & HOYT, INC., General Agents Pacific Coast 
430 Sansome Street, San Francisco, Cal. 


THE STEELE STEAMSHIP LINE, INC. 
15 Moore ae New York, N. Y. 
- H. KENNEDY, General Western Agent 
320 Merchants Exchange Building St. Louis, Mo. 


Ww. Se SMITH, General Agent 
209 South La Salle Stree Chicago, Ill, 


I l LINES N 
EASTERN AGENTS 
MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 


From Baltimore and New York Weekly 
(EVERY SATURDAY) 


*From Philadelphia and Boston Bi-Weekly 
(ALTERNATE WEDNESDAYS) 


DIRECT TO 
LOS ANGELES HARBOR—SAN 
FRANCISCO, OAKLAND, PORTLAND, 
SEATTLE and TACOMA 


Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East and 
British Columbia 


*Differential-Rates from Philadelphia and Boston 


MUNSON STEAMSHIP LINE 
ene ee 


Chicago, 9x Loti, Flesbargh, Datimore, 
McCORMICK STEAMSHIP Co. 


GENERAL PACIFIC COAST AGENTS 
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WARD LINE 


New York and Cuba Mail Steamship Co. 
General Offices Foot of Wall Street New York 


Passenger and Freight Service Between 


NEW YorK-CUBA-MEXICAN GULF Ports 
NEW YORK — HAVANA 


(Express Steamers) 
Sailings Every Tuesday and Saturday for Passengers and Freight 


NEW YORK — HAVANA — MEXICO 


Weekly Sailings on Thursdays 


HAVANA, CUBA; PROGRESO, VERA CRUZ 


and TAMPICO, MEXICO 
For Passengers—Fortnightly. 2 For Freight—Weekly. 


Additional Freight Service 


Sailings on Thursdays 


NEW YORK TO CUBAN SOUTHSIDE PORTS 


Weekly sailings to Santiago, Cuba. 
Fortnightly sailings to Cienfuegos, Guantanamo and Manzanillo, Cuba. 


Monthly sailings to Puerto Mexico, Mex. 
Full information on request 
nae toa 


Chicago, a 1501-2 Marquette of. L.. Schultz, Western Traffic Agent. 
Sumas. N. Y., 408 Prudential Bide. J L. Lancaster. 
w York, N: "Y., Pier 14, East River, Wm. — am. 
Phitaderphian Pa, Texas Transport & Terminal The 
San Franoiseo, Cal., Davies Turner & Co., 110 Citrornie ‘St. %o. A. Anderson, 
Pacific Coast Manager. 
ne” a Compostela y Desemparado, Wm. Harry Smith, General Agent for 


Mexieo ¢ city, Cinco de Mayo No, 16, C. Burns, General Mexican Agent 
Liverpool, Eng., Dock Board Bldg, bent. Ackerley & Son, General Buropean Agents. 


SAM 
KNOWS 


which is the quickest route between the Orient and 
the United States. The AMERICAN MAIL LINE 
is one of the official government Mail Carriers across 
the Pacific. Seapost Clerks (ocean counterparts of 
railway mail clerks) are carried on each A. M. L. 
ship to sort mails at sea. Express, Passenger and 
Cargo Service. Sailings every two weeks, from 
Seattle, to Yokohama, Kobe, Shanghai, Hong Kong, 
Manila and Honolulu. 


L. L. BATES, General Freight Agent, Seattle, Wash. 


AMERICAN 
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Other Offices at New York, Boston, Philadelphia, Detroit, Chicago, 
Portland, Ore., Tacoma, Wash., Vancouver, B. C., Victoria, B. C. 
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619 gross tons, in service carrying cargoes between the United 
States and foreign countries. In number of vessels employed 
in foreign commerce this was an increase of 103 over the last 
quarterly report of the Bureau of Research, of the Shipping 
Board, dated October 1, 1926, and 163 greater than the number 
so employed on January 1, 1926. 

On January 1, 1927, the privately owned American merchant 
fleet included 1,225 steam and motor driven vessels of 1,000 gross 
tons and over, with an aggregate gross tonnage of 5,924,480 
tons, an increase of 10 vessels and 76,700 gross tons over the 
number and tonnage recorded October 1, 1926. Of this total 
fleet 379 vessels were employed in foreign trade and 712 in 
coastwise and intercoastal service, leaving approximately 11 per 
cent of the fleet unemployed. 

On the same date the government owned merchant fleet 
consisted of 847 vessels of 4,563,000 gross tons. About 42 per 
cent of this fleet was in active service as against 31 per cent 
on October 1, this increase being due to the number of Shipping 
Board boats put into service to relieve congested conditions in 
the export trade caused by the British coal strike and the diver- 
sion to the coal export trade of many vessels normally available 
for the transportation of other products. 

The total American fleet available for foreign, -intercoastal 
and coastwise trade included, on January 1, 2,072 vessels with 
an aggregate gross tonnage of 10,487,000 tons. 


ALLOCATION OF LINE 


Allocation of the American Republics Line to C. H. Sprague 
and Sons, Inc., of Bosten, for operation under a managing agency 
agreement, was announced by the Shipping Board February 1. 
The present operators are Moore & McCormack, Inc., of New 
York City. The Fleet Corporation recommended that a change 
in management of the line be made. The board held hearings 
on the recommendation and representatives of Atlantic ports 
urged allocation of the line to operators in each of those ports. 
A special hearing was recently accorded representatives of the 
port of New York, who urged that the headquarters of the line 
be retained in New York City. The board announced that the 
change in management would be made as soon as practicable. 

The Republics Line is a cargo service composed of eleven 
steamers and one motorship. It operates between the north 
Atlantic and ports of the east coast of South America. It serves 
Boston, New York, Philadelphia, Baltimore and Norfolk, and 
also has scheduled calls at ports on the south Atlantic. In 
announcing the reallocation of this line, Chairman O’Connor, of 
the board, stated that the change would not affect the amount of 
service now being afforded the ports served. 


MORGAN LINE EXTENSION 


Lewis J. Spence, executive officer of the Southern Pacific 
Steamship Lines, has announced the establishment of freight 
steamship service between New York and Houston, Texas, by 
the Morgan Line. The first steamer to sail in this new service 
will leave New York February 24. The inauguration of this 
service marks the opening of the second half century of unin- 
terrupted operation of coastwise service by the Morgan Line. 
The service between New York and New Orleans was estab- 
lished in 1876 and between New York and Galveston in 1902. 


LARGE VESSEL SOLD 


The Shipping Board has approved the sale of the steamship 
John Jay to D. K. Ludwig, of Boston, for the sum of $125,000, 
on the stipulation that certain repairs at a cost of $260,000 be 
performed by the purchaser within a year’s time. The vessel 
is a cargo ship of 12,850 deadweight tons, designed to steam at 
about 10% knots. The ship is to be converted to a bulk ore car- 
rier or tanker at the discretion of the purchaser. 


PANAMA CANAL TRAFFIC 


The total quantity of cargo shipped through the Panama 
Canal in the calendar year 1926 was 27,586,051 long tons, accord- 
ing to the Panama Canal Record. This was an increase of 16.4 
per cent over the cargo tonnage for 1925 and was the largest 
for any 12-month period since the opening of the canal to 
traffic. The previous high record was 26,994,710 tons in the 
fiscal year 1924. The cargo in 1926 was carried by vessels 
making 5,420 transits and paying $23,901,540.04 in tolls, with 
a Panama Canal net tonnage of 25,836,241. 


PARCEL-POST REGULATIONS 


W. Irving Glover, second assistant Postmaster-General, has 
announced that senders of parcels exchanged between the United 
States and Guadeloupe have the option of attaching a single 
customs declaration to only one parcel comprised in a shipment 
consisting of any number of parcels mailed simultaneously 
by the same sender to the same addressee at one address. He 
also announced that senders of parcels exchanged between the 
United States and Iraq (Mesopotamia) had the option, effective 
February 1, of attaching a single set (composed of three) of 
customs declarations to only one parcel comprised in a ship- 
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ment mailed simultaneously by the same sender to the same 
addressee at one address. 

He announces that, effective at once, sends of parcels ex- 
changed between the United States and Nyasaland Protectorate 
have the option of attaching a single customs declration to only 
one parcel comprised in a shipment mailed simultaneously by 
the same sender to the same addressees at one address. 

Mr. Glover has advised postmasters that the postal admin- 
istration of Mexico has informed the department that a number 
of parcels are being received labeled to the effect that the con- 
tents are fragile or perishable and require special handling, while 
investigation discloses that the contents are not of the character 
mentioned. Mr. Glover says that as this practice will have a 
tendency to create a disregard for such labels, and parcels that 
are legitimately indorsed will not receive proper handling, post- 
masters should instruct their patrons not to affix such labels 
except in cases where the contents are of a character to warrant 
their use. 

Effective at once, steels, tinder, and other articles used as 
substitutes for matches, will be admitted in the parcel post 
mail to Portugal. 

An agreement has been concluded between the United 
States and Portugal (including Madeira and the Azores), ef- 
fective February 1, that provides for the insurance, at the re- 
quest of the sender and upon payment of the required fees, of 
international parcel post packages exchanged between the 
United States and Portugal and the payment of indemnity there- 
for in amounts not exceeding $50. 

Pursuant to an agreement between the department and the 
postal administration of Greece, effective at once, senders of 
parcels exchanged between the United States and Greece have 
the option of attaching a single customs declaration to only one 
parcel comprised in a shipment consisting of not more than three 
parcels mailed simultaneously by the same sender to the same 
addressee at one address. 


AIR MAIL SERVICE 


Postmaster-General New has awarded a contract for carrying 
mail by air on the western section of the government route 
between Chicago and San Francisco and has rejected all bids 
on the eastern section between New York and Chicago, with 
the announcement that new bids will be called for shortly on 
that route. 

The contract on the western section goes to the Boeing 
Airplane Company of Seattle, Wash., on their bid of $1.50 per 
pound for the first thousand miles and fifteen cents a pound 
for each 100 miles additional. The route is 1,906 miles long. 


CONDITION OF EQUIPMENT 


Fewer freight cars were in need of repair on January 15 
than ever before on record, according to the car service division 
of the American Railway Association. On that date, freight 
cars in need of repair totaled 129,669, or 5.6 per cent of the 
number on line. This was a decrease of 747 compared with 
the best previous record established on January 1, 1927. Freight 
cars in need of heavy repair on January 15 totaled 94,616, or 
4.1 per cent, an increase of 548 compared with January 1,. while 
freight cars in need of light repair totaled 35,053, or 1.5 per 
cent, a decrease of 1,295 compared with January 1. 

Class I railroads on January 15 had 9,371 locomotives in 
need of repairs, or 15.1 per cent of the number on line. This 
was an increase of 822 compared with the number in need of 
repair on January 1, at which time there were 8,549, or 13.8 
per cent. Of the total number of locomotives in need of repair 
on January 15, 4,997, or 8.1 per cent, were in need of classified 
repairs, an increase of 561 compared with January 1, while 
4,374, or 7 per cent, were in need of running repairs, an increase 
of 261 compared with the number in need of such repairs on 
January 1. Serviceable locomotives in storage on January 15 
totaled 4,600, compared with 4,601 on January 1. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipment of leading lines of fruits and vegetables the week 
ended January 29 totaled 13,778 cars, as compared with 14,018 
cars (revised) the preceding week, according to the Bureau of 
Agricultural Economics of the Department of Agriculture. Ship- 
ments were reported as follows: 


Apples, 1,973 cars; imports, 2 cars; cauliflowery 226 cars; cabbage, 
826 cars; celery, 715 cars; eggplant (imports), 14 cars; grapefruit, 790 
cars; imports, 2 cars; green peas (imports), 51 cars; lemons, 226 cars; 
lettuce, 1,372 cars; mixed citrus fruit, 97 cars; mixed vegetables, 622 
cars; imports, 11 cars; onion, 629 cars; oranges, 1,516 cars; imports, 
4 cars; pears, 52 cars; peppers. (imports), 25 cars; spinach, 429 cars; 
strawberries, 11 cars; string beans, 2 cars; sweet potatoes, 418 cars; 
— 30 cars; imports, 145 cars; potatoes, 3,844 cars; imports, 

cars. 


PACIFIC CAR DEMURRAGE 


The report of the Pacific Car Demurrage Bureau for No- 
vember, 1926, shows 21,960 cars held overtime—a percentage 
of 08.55—as against 23,091—a percentage of 08.34—for Novem- 
ber, 1925. 
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heart of Jobbing District 
and Railroad Terminals. 


We operate our own motor fleet 
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Be Your Customers’ Neighbor 
in Los Angeles 


You actually become your customers’ 
neighbor in Los Angeles when you have 
a stock of goods stored in the Metropol- 
itan Warehouse, ready for delivery on a 
moments notice. 

The warehouse is constructed of rein- 
forced concrete and is located in the 
heart of the wholesale and retail districts. 

The insurance rate is 17c. 


METROPOLITAN 
WAREHOUSE CoO. 


Merchandise Storage Drayage Pool Car Distribution 
1340-1356 East Sixth Street 


LOS ANGELES 
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Mo. Pac. and Con- 
nections Operate 
Thru Package Cars 


Route of Package Cars from Chicago to points on Missouri Pacific Lines 
From Chicago 


Deliver Arrive at 

To to destination 
Alexandria................... La. Wabash 4th morning 
TERE AF Tex. Wabash 4th morning 
Be. FHGRRE q...cccscsiseseees Tex. Wabash 4th morning 
ee Tex. Wabash 4th morning 


Houston(G.C.L.Points) Tex. C.G&E.I. 5th morning 
_ Jefferson City............ Mo. Wabash 2nd morning 


Kansas City................ Mo. C.&E.I. 2nd morning 
Kansas City................ Mo. Ill. Cent. 2nd morning 
cl ls Tex. Wabash 5th morning 
Little Rock................ Ark. C.&A. 3rd morning 
Little Rock................ Ark. Wabash 3rd morning 
Memphis ................ Tenn. C.&E.I. 2nd day 

I sccacscnscnitrvipiviee La. Wabash 3rd morning 
RMI INS 5.0. 5sscsidecse Tex. Wabash 3rd morning 
Pine Bluff.................. Ark. Wabash 3rd morning 
Poplar Bluff.............. Mo. Wabash 2nd morning 
Salt Lake City........Utah Wabash 6th day 

San Antonio.............. Tex. Wabash 5th morning 
CE Mo. Wabash 2nd morning 
Shrevepott.................... La. C.&E.I. 4th morning 
Texarkana.................. Ark, Wabash 3rd morning 





For complete information communicate with any 
freight representative or 


O. G. Parsley 
Assistant Freight Traffic Manager 
MISSOURI PACIFIC RAILROAD CO. 
Railway Exchange Building 
St. Louis, Mo. 
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CANADIAN CAR LOADING 


Car loadings for the week ended January 22 showed a de- 
crease of 1,170 cars, due to the severe weather in the west. The 
eastern division showed an increase of 1,701 cars, whereas the 
western division showed a decrease of 2,871 cars. The largest 
decrease was in grain and grain products which fell off 3,497 
cars. There was an increase in coal loading of 1,669 cars, in 
pulpwood of 442 cars and in merchandise of 658 cars. Compared 


with the same period in 1926 total loadings were heavier by- 


3,762 cars. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 
EASTERN CANADA 
-—For the Week Ended— 







































Jan. 22, Jan. 15, Jan. 23, 

Commodities 1927 1927 1926 
Grain and Grain Products............ coos anne 2,477 2,260 
FO ee ere Stecneckowss seesece eee 1,177 1,011 
“ oe he deitiael Galle coupe vies +e onese ) 4,126 2,741 
GR, oeuvres bap ousB done ¥ FEE wesc 278 275 331 
Lumber ...... a “EER: Cee ee a<edeiee’ OED 1,985 2,383 
Pulpwood ........ (iad cacchetetows enc, ce 3,849 3,555 
GI POR ais os. ces cccsstcece votdaee “en 2,091 2,317 
Other Forest Products............... coe ee 1,419 1,683 
_ SERA eS NaI 397 630 75 
SE, BA Cy Lbs cccccccepschsccsices 11,570 11,038 10,702 
Miscellaneous..... Miwedeats cel beadcnuweeas 8,421 8,072 8,033 
Total Cars Loaded..... week oat ceceee $8,840 37,139 35,768 
Total Cars Received from Connections 34,518 30,830 33,969 

WESTERN CANADA 
Grain and Grain Products.........scccees 5,048 8,344 5,419 
Oe eos Lee 1,041 1,256 
CE cece seece ese 98,210 2,435 »319 
ORE 0.0. Sessces awe 127 96 
Lumber ..cccee wacaie es eee 618 670 705 
WUE Ace vedetecccccdteree eae 785 679 399 
PU OMG FOG scéccccccccecce eee 163 156 314 
Other Forest Products.......... cece §61, 455 1,721 1,542 
CIE ctthbuddewibevedsscecceseduedes Brerecwra 666 778 694 
Merchandise, Ls. C. Li... cescccccccce soceee alae 3,604 3,613 
a ET och REI re ex, aonee 2,465 2,115 
Pe Se BOs 5 ko. 0 ho tts seceer oes 19,118 21,989 18,428 
Total Cars Received from Connections 2,671 2,601 2,435 
TOTAL FOR CANADA 
Grain and Grain Products......... ctonecn at 10,821 7,679 
PO CEMEES di cccésbvececeseas ecccccecccesose 2,149 2,218 2,267 
RAD enede eened ome PE Pee Svecccceces. G,5e0 6,561 5,060 
ED: Cenvceer eae ate aR RC Men ee edaceeneses 405 371 383 
eee Ldieiwesebedeaeee Jevacceéblce - Gene 2,655 3,088 
ene roe meen toececects £060 4,528 3,954 
Pulp and Paper........ udoceeuenits eossees ee 2,247 2,631 
Other Forest Products............ ceceeeee (Gree 2,140 3,225 
ate le nh and dias sesae woe \0' 0:0 do eed 6 ae & ereiiglie 1,059 1,408 1,446 
Ral On, Dev ccvceterddeocccetees 15,300 14,642 14,315 
Ee eae ee ene 10,600 10,537 10,148 
ees. CO BIO . 6 siisiii ecicceseccscet 57,958 59,128 54,196 
Total Cars Received from Connections 37,189 33,431 36,404 
CUMULATIVE TOTALS TO DATE 

1927 1926 
Grain and Grain Products....... ee 30,535 29,393 
nn ee ee aa Oeeiee 73 ,166 
| re COSCON 0606.06 666 CONC} CC CECE NOOS 21,672 18,150 
SD AGUNG dhdepeceneeedereeseeseeOeeses ,16 365 
IO occa cennikanecmenge an vieeneeewen ews 7,503 8,644 
ee Coeceeretocececooce 12,717 11,421 
Pulp and Paper........ eeEdervieborseust coe »439 8,337 
Other Forest Products........ccccsesccees 8,477 9,473 
nal gtenaleee detiwaidedtyss-7s ud abeewneee 3,807 4,502 
perenne Ts, C. Bs... cccccccecs ginéeeee - 44,693 44,186 
Miscellaneous...............06 nu iuese cours 30,815 31,504 
Total Cars Loaded........ Rbéeseneoes'e 174,558 174,141 
Total Cars Received from. Connections 100,961 104,798 


CANADIAN TRAFFIC LEAGUE 


The annual general meeting of the Canadian Industrial 
Traffic League was held in Toronto, Ontario, January 28. It was 
well attended and reports dealing with the activities of com- 
mittees in the last year were presented for consideration and 
action. Matters considered by the meeting included: general 
freight rate investigation, export class rates to Atlantic seaboard, 
average demurrage, traffic and transportation education, highway 
transportation, Hague rules, International Railway Commission, 
legislative matters, etc. 

The following were elected as officers for 1927: 


Honorary President, J. E. Walsh, Canadian Manufacturers’ 
Association, Toronto. 

Honorary Vice-Presidents, T. Marshall, Toronto Board of 
Trade, Toronto; John K. Smith, Montreal Board of Trade, Mon- 
treal; D. McLean, Hamilton Chamber of Commerce, Hamilton. 

President, W. C. Thompson, Goodyear Tire & Rubber Co. of 
Canada, Ltd., Toronto. 

Vice-President, E. J. C. Finch, Imperial! Oil, Limited, Montreal. 
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Treasurer, H. W. Blahout, Dunlop Tire & Rubber Goods Co,, 
Ltd., Toronto. 


General Secretary, R. W. McLeay, Goodyear Tire & Rubber 
Co. of Canada, Ltd., Toronto. 

Executive Council—President, Vice-President, Treasurer, and 
the following: F. T. Parker, Canadian Explosives, Ltd., Montreal; 
F. W. Dean, Steel Co. of Canada, Ltd., Hamilton; J. G. Bowles, 
Montreal Board of Trade, Montreal; Alex. W. Bell, General Motors 
of Canada, Ltd., Oshawa; T. F. Rahilly, Algoma Steel Corporation, 
Ltd., Sault Ste. Marie; A. S. Kirk, Guy Tombs, Ltd., Montreal; W. S. 
Campbell, Canadian General Electric Co., Ltd., Toronto; S. B, 
Brown, Canadian Manufacturers’ Association, Toronto; W. R. 
Ingram, Swift Canadian Co., Ltd., Toronto; Professor W. T. Jack- 
man, University of Toronto, Toronto; E. D. Stuart, Ogilve Flour 
Mills Co., Ltd., Montreal; W. H. Dickie, Imperial Oil, Ltd., Toronto; 
R. J. Fitzgerald, F. W. Woolworth Co., Ltd., Toronto; C. LaFerle, 
Maple Leaf Milling Co., Ltd., Toronto; J. F. Hamilton, Canada 
Cement Co., Ltd., Montreal; G. F. W. Brazier, Drummond, McCall 
Co., Ltd., Montreal; A. E. Elliott, Dominion Bridge Co., Ltd., Mon- 
treal; G. C. Fletcher, Sherwin-Williams Co. of Canada, Ltd., Mon- 
treal; J. Hiscox, T. Eton Co., Ltd., Toronto; W. Ferguson, Palm- 
olive Co. of Canada, Ltd., Toronto; W. R. Caldwell, Canadian 
Canners, Ltd., Hamilton; F. O. Dayton, Canadian Packing Co., 
Ltd., Toronto. 

Auditors—J. Mayor, Sheet Metal Products Co. of Canada, Ltd, 
Toronto; F. E. Sheridan, Wm. Wrigley Jr. Co., Ltd., Toronto. 


Following the meeting, the annual dinner was held in the 
King Edward Hotel. A number of railway officials attended. 
The speaker was Professor A. P. Coleman, who delivered an 
address on South America, illustrated with lantern slides. Pro- 
fessor Coleman has been for many years professor of geology 
in the University of Toronto, and retired from active work in 
this position two years ago. His work has taken him into all 
parts of Canada and most other countries. Also seated at the 
head table were Professor W. T. Jackman of the University of 
Toronto; G. S. Wrong, chief of the transportation branch, Do- 
minion Bureau of Statistics, Ottawa, who spoke briefly; P. Nel- 
son, president of the Transportation Club of Toronto; T. T. 
Webster, Dayton, O., president of the Associated Traffic Clubs 
of America, who spoke briefly on the improved relationship 
between shippers and railroads; D. McLean, of the Hamilton 
Chamber of Commerce; and the past presidents of the League. 


THORNTON ON RATES 


Sir Henry Thornton, in an address at the convention of the 
Canadian Pulp and Paper Association at Montreal, January 28, 
said that, if freight rates in Canada were on the same scale as 
in the United States, the Canadian National would last year have 
earned a net of $72,000,000 instead of $46,000,000. 

“In other words,” he said, “we would have practically met 
all our interest charges .1 real and watered capital, and we 
would have been in a position to say to the people of Canada: 
‘A merry Christmas dnd a Happy New Year, but we don’t want 
any more money from you.’” He continued: 


Far be it from me to attempt to force upon the people of Canada, 
even though I could, anything of a repugnant character. It is not 
my business to argue for higher freight rates, or for maintenance 
of present freight rates, or anything relating to the freight rate 
business, but it is my business to tell the people of Canada what 
will be the consequence if a scale of freight rates is established 
which Will stop the financial and physical growth of the Canadian 
National Railways. And, having made that statement, and having 
made it clear, then the people of Canada can decide for themselves 
what they want to do. 

It does seem to me that the welfare of the Dominion would 
be well served if your railways were allowed and permitted to charge 
that scale of freight rates which will not only permit them to 
maintain solvency, but likewise to make those improvements and to 
provide those facilities which from time to time are necessary to 
meet the constantly increasing traffic requirements of a rapidly 
growing country. 

In so far as the Canadian National Railways is concerned, that 
is owned by the people of Canada, the people of Canada have it within 
their power to dictate what the financial position of their railway 
shall be. If the people of Canada want freight hauled for nothing, 
or at unremunerative rates, it is a very simple matter for them 
to say so. But I venture to express this thought—that the people of 
Canada cannot have it both ways. Freight rates cannot be con- 
stantly decreased, and net earnings constantly increased. You can 
either pay more taxes as a result of lower freight rates, or less taxes 
as a result of fair freight rates. But it cannot be done both ways. 

At this time, when the Canadian National Railways System seems 
to be emerging from a condition which may at least be conservatively 
described in the past as unsatisfactory, that it has reached a point 
where it is paying interest out of net earnings on all the securities 
held by the public, that it is furnishing a service which I venture to 
believe is satisfactory to the shipping public of Canada, it does seem 
to me that it would be the part of wisdom to allow that condition to 
continue and to improve. 


FREIGHT RATE HEARING 


The Traffic World Ottawa Bureau 

Examination of Assistant Comptroller Lloyd, of the Canadian 
Pacific, was concluded by E. P. Flintoft, chief of counsel for 
that company, at the sitting of the Railway Commission on the 





freight rates investigation January 25, and W. H. McEwen, rep- 


gg the province of Saskatchewan, started cross-examina- 
on. 

In elaborating and explaining the voluminous exhibits which 
the C. P. R. had filed, Mr. Lloyd deposed that the invested cap- 
tal of the railway totaled $939,849,107 and the total capitalization 
$648,893,470, leaving a margin of $290,945,637, made up of re- 
ceipts from land sales, accumulation of surpluses, etc. The 
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New York—California 
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1 5 days Pocsauiee and Preinnt 


Itinerary: New York—Havana—Panama Canal— 
Balboa—San Diego (Westbound)—Los Angeles—San 
Francisco. 
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Coast ports; also European, West Indian, Canadian, 
Hawaiian, Far Eastern and Australian ports. 

Passengers’ automobiles accepted uncrated as bag- 
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sum of $939,849,107 quoted was the amount actually invested, but 
the present value of all property—that is to say, the present 
day cost, less depreciation—would probably exceed a billion and 
a half. 

Counsel led the witness through a mass of figures dealing 
with the-cost of operation in the various sections of the road 
and the revenue derived therefrom. Witness declared that any 
attempt to estimate the cost of handling any one commodity as 
distinct from other classes of goods must be arbitrary and would 
be of little value. The net proportion of freight to passenger 
business was about 90 per cent of the whole on all United 
States’ roads, or $1,010,091,000 out of a total of $1,121,000,000. 
The division of operating expenses was 74 per cent freight and 
26 per cent passenger business. These are net figures. 

In Mr. McEwen’s cross-examination, the first point of in- 
terest arose on his question as to whether the C. P. R. was 
paying deficits in the operating of the Duluth, South Shore & 
Atlantic, a United States railroad acquired by the C. P. R. Mr. 
Lloyd denied there had been any deficit to meet. 

“If there were deficits, would you not pay them out of 
special revenue fund?” asked counsel. 

Witness declined to imagine a policy to meet a situation that 
had not occurred. 

Mr. McEwen asked whether, when the C. P. R. acquired the 
D. S. S. & A. road, it did not assume several mortgages and 
other liabilities, and the witness declared he had no knowledge 
of that point. The Saskatchewan counsel insisted that the in- 
formation be furnished and Mr. Flintoft objected that there was 
no connection between this matter and the freight rates ques- 
tion. Mr. McEwen replied that it was most pertinent. If these 
liabilities had been assumed, as he was advised they had, it 
meant that deficits on United States’ roads owned by the Cana- 
dian Pacific were being paid out of Canadian earnings, and, as 
the railroads were claiming that the rail rates must be adjusted 
to give them adequate revenue for necessary expenditure, it 
was important that part of that expenditure should not be in- 
curred in poor paying foreign roads. 

The board seemed inclined to concede to Mr. McEwen’s 
demand, but, on the witness’s declaration that no such pay- 
ment had been made, counsel professed himself content to let 
the matter rest. 

Another point brought out in cross-examination was the 
significance of the oft-repeated assertion that Canada has the 
lowest freight rates in the world. It was brought out that, owing 
to the immense volume of the grain business handled by the 
railways of the Dominion on a low rate, the general rate per 
ton-mile was low, but it did not indicate that the general mer- 
chandise rates were low. 

In discussion on that point, counsel for the province of 
Manitoba put the case for his clients in the sentence: 


We have always maintained that even at the present rate the 
grain transportation business is the best paying freight which the 
railways handle, and we shall be able to demonstrate this before we 
are through. 


When the inquiry was resumed January 26 Alberta and 
C. P. R. counsel clashed on several points. 


“We want to know what land and money grants have meant 
and what they do mean to the Canadian Pacific Railway,” said 
S. B. Woods, of Alberta, in examining E. EB. Lloyd. 

Each time the western counsel asked a question Mr. Flintoft 
protested and advised Mr. Lloyd not to answer until the chief 
commissioner was appealed to for a ruling. Chief Commissioner 
McKeown said counsel could ask questions on items in the 
company’s report, but reserved judgment on the detailed exam- 
ination relating to details of the disposal of subsidies. 

The question came up when Mr. Lloyd was asked to amplify 
the statements in the annual report relating to the land and 
money grants to the company. : 

In all $32,000,000 in subsidies had been made to the C. P. R., 
from all sources. There was a federal grant of $25,000,000 and 
25,000,000 acres, of which 6,000,000 were afterward sold back 
to the government for $10,000,000. 

“Are you, in fixing reasonable rates, justified in taking into 
consideration land and money grants made to the C. P. R.? 
asked Mr. Flintoft. 

Proceedings were enlivened also by a discussion on the 
question of what amount, if any, was expended by the C. P. R. 
from year to year out of its earnings in Canada to meet deficits 
on investments in the United States. 

The matter was touched on during the examination of Mr. 
Lloyd -by Mr. McEwen, January 25, but, on the assurance from 
Mr. Lloyd that no such deficit had occurred, the subject was 
dropped for the moment. On January 26 counsel revived it and 
elicited the fact that, in 1892, the Canadian Pacific Railway took 
over the Duluth, South Shore & Atlantic, issuing its own 
debentures, amounting to $14,900,000. In 1909 there was interest 
accruing, of which amount it only received $140,000, leaving a 
deficit of $462,280, which counsel contended had to be met out 
of Canadian earnings. 

Witness admitted the accuracy of counsel’s deductions, but 
Mr. Flintoft contended that the original transaction, whether 
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profitable or otherwise, had taken place 35 years ago and had 
long since been absorbed. 

Mr. McEwen questioned this and doubted whether deficits 
were not still existing and requiring similar treatment. It was, 
he claimed, a matter of considerable importance, as it would 
take the earnings of $3,000,000 to pay the $464,000 required by 
the one item under consideration. He would be glad to be in. 
formed what amount on this account had been paid in 1916, ip 
1924, and in 1925. Further, there might be other similar cases 
—many of them for all he knew—and he asked that the company 
be required to furnish a detailed statement giving information, 

The board reserved its decision on this request, after strenu. 
ous opposition had been voiced by Mr. Flintoft, on behalf of the 
company. 

The relative cost of hauling freight in the various provinces 
was the particular subject of cross-examination by H. J. Sym. 


‘ington, representing Manitoba, and, from the figures given by 
Mr. Lloyd, it appeared that the cost was lower in Manitoba 


than not only in British Columbia or the other prairie provinces, 
but also in Quebec and Ontario. 

Counsel further claimed that, in gross ton-mile and car-mile 
and other respects, the prairies had distinct advantages over the 
east and British Columbia, and witness gave a qualified acqui- 
escence to the contention. 

On January 27 the case moved slowly, but there was again 
acrimonious discussion between counsel for the railways and 
the provinces as to whether or not counsel had the right to 
demand information from the Canadian Pacific Railway relating 
to revenues from land grants and town sites. Both insisted 
that, unless their stands are acknowledged by the board, they 
would appeal to a higher court—the Supreme Court of Canada. 

G. G. McGeer, counsel for British Columbia, cross-examined 
Mr. Lloyd. The examination revolved about operating costs in 
British Columbia as compared with other provinces. Mr. Mc. 
Geer maintained that the figures of the company showed that 
operating conditions in British Columbia were not more expen- 
sive a mile than in other provinces where weather conditions 
were more severe. 

Mr. Flintoft advised Mr. Lloyd not to answer the questions 
contested. He also declared that he would go to a higher court 
for a ruling before he would allow the examination to proceed 
into the land subsidies question. It was all based on the ques- 
tion of revenues from the sale of lands granted to the company 
and whether or not this income should be considered part of the 
general revenues. 

On January 28 W. M. Scott, representing fruit and vegetable 
growers of British Columbia, appeared again at the request of 
railway counsel to produce certain evidence. The evidence given 
was objected to by Alistair Fraser, for the Canadian National 
Railways, on the ground that it was incomplete. Mr. Scott 
maintained that the difficulties which the Okanagan growers 
were suffering from were chiefly due to freight rates. 

After a short time on the stand, Mr. Scott’s examination 
was concluded and Mr. McGeer resumed his examination of 
Mr. Lloyd. The examination hung over certain figures of a 
railway exhibit that were disputed. 


CANADIAN RAILWAY FIGURES 


A preliminary statement of the earnings of the Canadian 
National for 1926 shows that the net earnings of the system, 
excluding the Central Vermont Railway, amounted to $46,400,000. 
This figure compares with a net of $32,264,414 for 1925, an in- 
crease in favor of 1926 of $14,135,585, equivalent to an improve- 
ment of 43.81 per cent for the operating results of 1926. 

In 1926 the railway operating revenues amounted to $266, 
270,000, while in the previous year the total was $244,971,202. 

In 1926, the railway operating expenses reached a total of 
$219,870,000, which compares with $212,706,787. 

The increase in revenue in 1926 over the previous year 
amounted to $21,298,797, or 8.69 per cent. In 1926 the increase 
in operating expenses amounted to $7,163,212, or 3.37 per cent. 

This condition, by which the revenues increased at greater 
percentage than the operating expenses, is reflected in 4 
continued improvement in the operating ratio. This ratio. for 
1926 is 82.57, a reduction from the operating ratio of 1925, which 
was 86.83 per cent. rs 

These figures may be slightly altered when the final results 
are in. 

' Operating results of the Canadian Pacific for December and 
1926, show last year was the most favorable in the last decade, 
in spite of a heavy decline in net earnings in December. 

The year was the eighth consecutive fiscal period in which 
the road has shown increased net earnings, and the increase 
of over 4% millions last year was the most notable of these 
advances. 

The combination of a decrease of over two millions in gross 
earnings for December and an increase of over a million in 
working expenses resulted in the heaviest decrease shown by 
the road in a long time, the decline from the December, 1925, 
figures-being nearly 34% millions. This makes the year’s show- 
ing somewhat less striking than many shareholders had expected 
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INQUIRIES 
SOLICITED 





PEORIA is located half-way between Chicago and St. Louis, and Transfers of traffic at Peoria between the 16-line- 
haul carriers are made within a few hours by the use of the facilities of the Peoria and Pekin Union, instead of 
the much longer period required in some of the larger and congested terminals. 

PEORIA, being a rate-breaking point as well as a terminal point, has a considerable advantage over other cities in 

the mid-west in the matter of freight rates and transportation service. 


PEORIA & PEKIN UNION RY. CO., Union Station, PEORIA, ILL. 
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The OPEN DOOR 
to FAST FREIGHT SERVICE 
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SHUPE TERMINAL CORPORATION 


Lincoln Highway and Passaic River, South Kearny, N. J. 


The Gateway of Commerce to the Port of New York 


TERMINAL—A strictly modern Terminal, consisting of 73 
acres on which are erected 45 buildings. 

LOCATION—Lincoln Highway and Passaic River, South 
Kearny, New Jersey. 

FLOOR AREA—500,000 square feet, of which 215,000 feet 
have an unlimited load carrying capacity; 160,000 square 
feet are on raised concrete ramps even with car floors. 

LAND—Available for open storage and new buildings, 28 acres. 


RAILROADS—Terminal located on Pennsylvania Railroad just — 


east of Waverly Transfer, and within a quarter of a mile 
of their great Manhattan Produce Terminal. Through 
tariff rates via Lackawanna on inbound carload shipments, 
as well as Storage in Transit Privileges Westbound via 
Pennsylvania R. R 


TRACK STORAGE—Nine and one-half miles of sidings. 
WHARFAGE—1,400 feet of dock on Passaic River. 


We solicit your inquiries 
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FACTORY SITES—We will erect buildings to suit your par- 
ticular requirements. 


EQUIPMENT—Large fleet of motor trucks, tractors and trail- 
ers. Steam crane service. 


HIGHWAYS—Located on the Lincoln Highway, the main 

’ artery of traffic from coast to coast, twenty-five minutes 

from Broadway. The new Hudson Tunnels will assure 
prompt deliveries to the Metropolitan District. 


LABOR—A thickly populated territory to draw from with no 
labor troubles. 

SERVICE—Daily trap car service for L.C.L. shipments via 
Pennsylvania Railroad to Waverly Transfer. Distribution 
and Warehousing. Daily truck deliveries within radius 
of 30 miles. We handle your shipments. Traffic service 
unsurpassed. Direct service to Boston via Port Newark 
& New England S/S Co. 


Rates quoted on application 
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to see on the basis of the showing made in preceding months. 
The statement at the end of November showed an increase in 
net of eight millions over the 1925 period. 


NEW BRANCH LINE 


The new branch line of the Canadian National from’ St. 
Felicien to Mistassini and Peribonka, which is to circle Lake St. 
John, will be completed this year. 

The Canadian National and the Quebec government have 
come to an agreement regarding the subsidies of land grants, 
to be given to the company to facilitate construction. It is not 
known exactly what will be the extent of the contribution of 
the government of the province, but it is thought thost likely 
it will be similar to what was done in the case of the railway 
extension to the northwestern goldfields. 

The section of the railway from St. Felicien, the present 
terminal, to Mistassini will be completed the first of August, 
by which time it will be utilized for the transfer of some of 
the machineries of the Lake St. John Paper and Power Com- 
pany Mills at Mistassini. 


LAND GRANTS AND RATES 


Premier John Oliver has announced that the British Co- 
lumbia government will appeal from the Railway Board to the 
Supreme Court or the Privy Council in supporting the demand 
that subsidies of land granted to railway companies by British 
Columbia be considered in the fixing of transportation rates. 
The premier was advised by G. G. McGeer, government rates 
counsel, that the railways were opposing the consideration of 
land grants as a factor in rate making. 


CANADIAN WAGE SETTLEMENT 


According to a statement issued at Montreal by the Rail- 
way Association of Canada, settlement has been effected of the 
wage dispute involving 30,000 shopmen on Canadian railroads. 
The men, through their representatives, asked for an increase 
of ten cents an hour, and settlement has been made at between 
two and four cents an hour. 


LUMBER SHIPMENTS 


Failure of approximately forty west coast mills to report 
last week’s operations, says the National Lumber Manufacturers’ 
Association, makes it impossible to deduce reliable conclusions 
as to the state of the softwood lumber industry for the week 
ended January 29. The total number of softwood mills report- 
ing for that week for the whole country was only 303, as com- 
pared with 348 for the preceding week, and almost 400 at times. 
However, it appears that there has been a slight decrease in 
the volume of the softwood lumber movement outside of west 
coast territory, both as between last week and the week before, 
and as compared with the corresponding week of 1926. The 
first four weeks of 1927 show a considerable recession of busi- 
ness, as compared with the same period of 1926. 

Reports from 111 hardwood mills, compared with the figures 
for 129 mills the week before, indicate some shrinkage in the 
volume of hardwood business. 

The following table compares the lumber movement, as re- 
flected by the reporting mills of seven softwood, and two hard- 
wood, regional associations for the three weeks indicated; 
000s omitted. 


Corresponding Preceding Wk., 

Past Week Week, 1926 1927 (Revised) 

Soft- Hard- Soft- Hard- Soft- Hard- 

wood wood wood wood wood wood 

BEE gs snie¥ 0 0% 30 111 332 117 348 177 

Production ....160,452 18,172 204,862 18,345 192,990 28,495 

Shipments ..... 161,793 15,799 220,938 18,865 195,626 25,876 
Orders (New 

ss Sr 167,005 21,053 236,502 19,374 212,626 26,208 


The following revised figures compare the lumber move- 
ment of the same regional associations for the first four weeks 
of 1927 with the same period of 1926; 000s omitted: 


Production Shipments Orders 
Soft- Hard- Soft- Hard- Soft- Hard- 
wood wood wood wood wood wood 
Pere 707,658 99,889 694,354 91,560 768,967 98,130 
BOGE  sinccectere 765,170 89,322 815,587 87,001 888,224 90,973 


NEW ENGLAND ADVISORY. BOARD 


Business conditions the first three months of 1927 will be 
slightly better than for the same period last year in the terri- 
tory of the New England Shippers’ Advisory Board, according 
to the reports of the fifty-five commodity committees presented 
at the fifth regular meeting of that board at Springfield, Mass., 
January 27. Of the fifty-five reports only four estimated de- 
creases in activity. 

Messrs. Gormley, Managers Conn, and Kendall, of the 
car service division of the American Railway Association, gave 
accounts of railroad conditions throughout the country. District 
Manager Randall, of the car service division, told of railroad 
conditions in the New England States. 

John F. Tinsley, vice president, Crompton & Knowles Loom 
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Works, presented the views of the New England Governors’ 
Council at luncheon, and George Hannauer, president of the 
Boston and Maine, told of plans of that road. 

That the gross ton miles per hour on the Boston and Maine 
have improved 33 per cent since 1923 was the statement of 
Samuel E. Miller, general superintendent of the road. 

He said all previous records for speed and load of freight 
trains and safe handling had been broken in 1926; that gross ton 
miles of freight per train hour had reached an average figure 
of 14,100. He said freight claims showed a reduction in 1926 
of 65 per cent as compared with 1921. He said conditions would 
continue to improve, particularly in terminal service. For the 
part of the year 1926 for which figures had been completed, he 
said, the damage claims amounted to 0.62 per cent of the total 
freight revenue, 97 per cent of which had been satisfied within 
90 days. ‘ 

A digest of the commodity committee reports, comparing the 
estimated activity for the first three months of 1927 with the 
same period of last year follows: 


Increase Decrease 
Automobiles and accessoriesS.........eseeeeeees 30% 
rer ere fer No change 
EN Nias ctaaicicieseio-asin ve e-v:500 cuctennnes No change 
Building and monumental stone.............6. Slight 
I le aera si tes a alaso aie: eae a Wank ei W.n/aresaaie aboe Rae aiee No change 
PC ML ccscceae'sscineewaey seseeeeees No change 
ME. Gio add ae teed clo gion tae be Sielninenions eerpains No change 
EE LIED 6:5 aveicnnlavs cers mews er pceimnemeumoen 15% 
CINE I as. acn.c wes b0en-eusiegageonwaae Slight 
ie Rg SR ES Re ES SERENE REGS — Slight 
CEE ke sieccosesnnesadivebcade cowed eiiies No change 
MINE © a'r.G-6:dh6,c; 6 biiors: dic. traree svacaine-sie ela tatnele nous No change 
I NONI oe i650 .0- od rkinrewinieebcs-«cig-srwews 30% 
Electric machinery and appliances............ No change 
1 De ey eae res lo 
EN © CU the sveiciainie Saha adioiee-o'e ele was ataneten No change 
NN tenet a So a vletaiateeiset «cncwee+ePeee No change 
PIOTGWOSG GUE GMA TO0IB..6.c..<0ccccccovcsvcce No change 
NE RO re eee een 10% 
a I I iio ac orcas 6: 6.054 U 8 ou siden tne aw Sieene Sa Oare 15% 
MN Stale s dia aieiele widee SiSce a oe DO e0ala a kee seie te w ee No change 
NE aaa e eee rind Nia nKid onmaan mcleahe Som 10% 
Dumper and forest products... ......cccscccccss Slight 
NG 505 Wee Oa 6 5s «ac dala clcStiedsdaseales 1% 
Miscellaneous manufactures...........eeeeeee. 10 to 25% 
eee eee 10 to 15% 
PE TOUNS. DEOCRGIE 6.8 sis oo cics Secsivtcwoece No change 
EE NR ok Kaine 36, 6 9:6 onside gevieca wee OG 2 to 3% 
NEES, I oon occ: cotc0c00be ceeewieees 20% 
SUMS, TRUITT DOUIOIS. oodicccccccctoedecoccce 5% 
I SEIS Fees 5 dic 'vclnd'c vids cdo de bebe 5% 
CS ee 15% 
NIE. Con are trac ocean tee/oeiss coreseeeeees¢ 15- to 20% 
Io iii Neral asicthcacaias ala bbe erwin aieene etemrdig-sieerena 15 to 25% 
as: cae atin coeteethc chien wranoaciphiailateso:4 > 4 QED 5 to 20% 
MRD GH GORD PUOGUCIG 5.06. cdcccvececcesccces Slight 
PR EES Be ROS ae ae No change 
"WOLVES GHG VEIVES TICUINGE. 0.050 cccccccccccccceses No change 
RR Re ee ee ee eee ee Slight 
ENED cline Gib ore dald 6-5 eNWE Ns odbc. c0bee bees 20% 
I ANON 6 Sanrdicca nak Seuwsecalndeeinee ees hauls No change 
bo ee. eee enn Slight 


RAILROAD FUEL COSTS 

Total cost of coal and fuel oil consumed by Class I roads 
in road freight and passenger service, for the eleven months 
ended with November, 1926, amounted to $295,478,592 as com- 
pared with $299,663,428 for the same period of 1925, according 
to compilations made by the Bureau of Statistics of the Commis- 
sion from carrier reports. Fuel for switching locomotives is not 
included. 

The total cost of coal for the eleven months was $240,099,- 
843, as compared with $239,992,409 for the same period of 1925. 
The total cost of fuel oil was $55,378,749, as compared with 
$59,671,019 for the 1925 period. 

For November the total cost of coal and fuel oil was $30, 
211,272, as compared with $28,815,717 for November, 1925. The 
total cost of coal for November was $24,769,952, as compared 
with $23,329,634 for November, 1925. The total cost of fuel oil 
for November was $5,441,320, as compared with $5,486,083 for 
November, 1925. 

The November coal consumption was $9,104,412 net tons, as 
compared with 8,909,780 tons for November, 1925. The average 
cost per ton was $2.72, as compared with $2.62 for November, 
1925. Fuel oil consumption in November totaled 181,368,654 gal- 
lons, as compared with 187,851,865 gallons in November, 1925. 
The average cost per gallon was 3 cents as compared with 2.92 
cents in November, 1925. 

For the eleven months ended with November, the coal con- 
sumption was 91,604,701 net tons, as compared with 88,317,242 
tons in the 1925 period. The average cost per ton was $2.62 a8 
compared with $2.72 for the 1925 period. Oil consumption in 
the eleven months totaled 1,884,838,142 gallons, as compared with 
1,888,053,204 gallons in the 1925 period. The average cost per 
gallon was 2.94 cents as compared with 3.16 cents in the 1925 
period. 


The abstracts of tariff filings, rejections, suspel 
sions, ete., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date. 
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PORT or SEATTLE 


Shortest, Most Direct Route to the Orient 


REFRIGERATION FOR 


PERISHABLE GOODS 






















The Port of Seattle is the pioneer of all Harbor Boards in the 
establishment of public cold storage terminal plants and these 
warehouses and facilities are the largest and finest in the West. 
Sharp freezing rooms that can be lowered to a temperature of 
40 degrees below zero have been installed. Naturally, in connec- 
tion with the large cold storage business of the port, a great 
deal of ice, both cake and crushed, is required; therefore, the 
Port of Seattle has its own ice manufacturing plant to supply 
the needs of the transportation companies. 


Exceptional Facilities for Cold, 
Dry, and Bonded Storage. 













The Port of Seattle Docks and Warehouses are Located, Con- 
structed and Equipped so that the Shipper Gets Satisfactory 
Service at a Minimum Cost. 


Consign Your Shipments via Seattle Terminals. 





ADDRESS 


PORT oF SEATTLE 


SEATTLE, WASHINGTON 


Write Traffic Department for Rates, Space and Sailings 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man ot long experience 
and wide knowledge will answer gee relating to practical traffic 

blems. We do not desire to e the place of traffic man but to 
= him in his work. ? : 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D.C. 





Limitations—Overcharges and Undercharges—Pennsylvania 
Intrastate Traffic 

Pennsylvania—Question: Please advise the time limit for 
the collection of overcharges, as well as undercharges, on Penn- 
sylvania intrastate traffic. Does the statutes of limitation govern 
or is the three-year rule generally followed by carriers and the 
shipping public? 

Answer: The statutes of limitation of the state of Penn- 
sylvania provide that actions on contracts, notes, and instru- 
ments not under seal must be commenced withinn six years 
from the time the right of action accrues. 

It is our understanding that the above provisions are ap- 
plicable to an action by a carrier for the recovery of its charges 
or any part thereof. 

The Public Service Company law of Pennsylvania, with 
respect to overcharges provides that no reparation, as therein 
provided (which includes rates in excess of rates contained in 
tariffs on file or posted), shall be awarded by the Commission 
unless the complaint or petition shall have been filed within 
two years from the time when the cause of action accrued. 


Routing and Misrouting 


Louisiana.—Question: Kindly give us your opinion as to 
whether carriers misrouted shipment on the following circum- 
stances: 

Bill of lading issued at New Orleans on car of box material 
destined Elgin, Ill., route C. M. & St. P. Ry. There were no 
through rates from New Orleans to Elgin, Ill., in connection with 
carrier who issued bill of lading. Shipment billed via Kansas City, 
which was the nearest junction with the C. M. & St. P., and 
rate assessed on Kansas City combination. It developed that 
the cheaper combination should have been figured via Cairo, 
Ill., which would have required an extra intervening carrier. 
Carrier who issued bill of lading was not a party to the tariff 
either from Kansas City to Elgin or from Cairo to Elgin. 

Was carrier required to hold shipment until it could ascer- 
tain the lowest combination in view of the fact that no inter- 
mediate routing was shown? 


If you know of any Interstate Commerce Commission ruling 
or decision bearing on the subject, please quote. 

Answer: The Commission, in Stebbins vs. D. L. & W., 42 
I. C. C. 150, has held that where the carriers specified in the 
routing instructions of the shipper form a complete route from 
origin to destination, there is no duty on the part of the carrier 
to turn the shipment over to a third and intervening carrier in 
the event that a lower rate is applicable via that route. If the 
shipment is forwarded via the cheapest route composed of the 
lines named by the shipper in the bill of lading there is no mis- 
routing on the part of the carrier. 

Where, however, the routing instructions given by the ship- 
per are incomplete, that is, where the shipper specifies certain 
carriers in the bill of lading, but there is a gap between two 
of the carriers named, the Commission has held that it is the 
duty of the carrier to forward the shipment via the cheapest 
reasonable available route consistent with such routing as is 
specified. Bruner Co. vs. Sou. Ry. Co., 40 I. C. C. 549; Ferguson 
Lumber Co. vs. L. & A. Ry. Co., 52 I. C. C. 486. 

Routing and Misrouting—Loss of Reconsigning Privilege 

Illinois —Question: A carload of potatoes was shipped from 
a point in Kentucky to Indianapolis, Ind., shippers specifying via 
Cincinnati, O. The initial carrier ignored the shipper’s instruc- 
tions and forwarded the car to Indianapolis, Ind., via Louisville, 
Ky. The rate to Indianapolis, Ind., is the same via either gate- 
way. However, the car was reconsigned after arrival at Indi- 
anapolis, but the through rate was not applicable to the new 
destination account of car moving via Louisville, Ky., but would 
have applied had car moved via Cincinnati, O. 

Can the carriers be held for any damage for ignoring ship- 
per’s instructions to route car via Cincinnati, O., even though 
the rates are the same to Indianapolis, Ind., via either gateway? 

Answer: It is the duty of the carrier to forward a shipment 
in accordance with routing instructions furnished by the shipper, 
and where, as in the instant case, the carrier ignores the routing 
instructions of the shipper and forwards the shipment via a 
route other than that specified in the bill of lading, the carrier 
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is liable in damages for the difference between the charges ap- 
plicable via the route over which the shipment moved and the 
charges which would have been applicable had the shipment 
moved in accordance with the routing instructions of the shipper, 
under which routing instructions reconsignment at the through 
rate is permitted. See Baker & Co. vs. G. & S. I. R. R. Co, 
Unreported Opinion No. 332, and Taylor & Mason vs. C. & C. 
Ry. Co., Unreported Opinion No. 457. 
Minimum Class Rates 

California.—Question: On shipments moving under Class 
rates, should not the local rate be applied, if higher than the 
minimum scale of first class rates? For instance, a shipment 
of 10,000 pounds car journal bearings, classified second class in 
Consolidated Classification No. 4, was made from A to Z. The 
local rate is 14144 cents per cwt., which is subject to the mini- 
mum class scale of 21 cents. Shipment was penalized three 
classes, account loose, and raised to 3714 cents, or 1% times 
the minimum first class scale of 25 cents. The local first class 
rate is 18 cents, 150 per cent of which would be 27 cents. Should 
not the rate of 27 cents, which is 1% times the local first class 
rate, be applied, rather than 144 times the minimum scale of 
first class rates, or 37144 cents per cwt.? We believe the principle 
carried in rule 13 of the Consolidated Classification No. 4 should 
be applied in this instance, which provides that for articles 
classified higher than first class, the minimum charge shall be 
for 100 pounds at the first class rate. If you can quote any 
Interstate Commerce Commission rulings bearing on this ques- 
tion it will be appreciated. 

Answer: In our opinion, the proper rate to apply is 37% 
cents per cwt. This for the reason that the local first class rate. 
being less than the minimum first class rate, the minimum class 
rate becomes the rate to apply on a shipment rated first class 
and is likewise the rate to be used in arriving at a multiple of 
first class, there being no provision in the minimum rate rule 
for the use of local rates less than the minimum class rates in 
arriving at multiples of class rates. Rule 13 of Consolidated 
Classification No. 4 is not applicable in the instant case, as this 
rule is applicable to small less-than-carload shipments. 

We can locate no opinion of the Commission relating to this 


‘question. 


Tariff Interpretation—Rates Applicable on New Cars Moving 
from Point of Manufacture to Point of Initial Loading 
Indiana.—Question: B. T. Jones’ tariff 7-E, I. C. C. 1677, 

under item 88, rule 10, paragraph C, reads: 


Regular tariff rates must be charged for all empty movement 
(a) of new or newly acquired cars from point at which manufactured 
or newly acquired to the point at which they are first loaded, or to 
a home point of the owner or of the party who has newly acquired 
the car as shown by a change in the permanent reporting marks 
(see note 1 of this rule); and (b) on new cars being returned empty 
from such loading or home point to original point of manufacture. 


A firm operating a car manufacturing plant at (a) in Indi- 
ana also operates under its own name a private tank line, whose 
headquarters is located in the same metropolitan district in which 
its plant is located. This firm builds some new tank cars bear- 
ing the reporting marks of the manufacturing plant and ships 
these new tank cars from its plant to an oil refining plant at 


a Illinois, at which point the cars will receive their first 
oad. 


The tank line people contend that, inasmuch as the point 
at which the cars are manufactured and the home point of the 
owners (themselves) are one and the same, these cars should 
move on mileage equalization basis from their plant at (a) in 
Indiana to (b) in Illinois, adding, that when the cars are manu- 
factured they are already at the home point of the owners, no 
change in ownership or in reporting marks of the car having 
occurred between the point of manufacture (home point) and 
the first loading point. 

Our interpretation of the tariff is that the movement of new 
private ownership equipment from the point of manufacture to 
the first loading point must be charged for at the regular tariff 
rate, even though the point of manufacture and the home point 
of the car be the same. 

Will appreciate your opinion, citing any Interstate Com- 
merce Commission rules pertinent to the question. 

Answer: It is our opinion that, under the provisions of rule 
10, paragraph C, of Agent Jones’ tariff I. C. C. No. 1677, quoted 
above, the tariff rate must be charged on the movement from 
the point of manufacture of the cars in question to the point at 
which the cars were first loaded. See, in this connection, Cha- 
mute Refining Co. vs. A. T. & S. F., 52 I. C. C. 593; McCloud 
River Ry. Co. vs. Southern Pacific, 56 I. C. C. 287. 

In the case first referred to the Commission, on pages 595 
and 596, said: 


The theory of paying allowance for empty movement presupposes 
a loaded movement. While the equalization rule has been gradually 
broadened so that the loaded mileage accruing during a designated 
period on the entire line of the carrier individually, or jointly whe? 
mileage accounts are computed jointly, may be offset against the 
empty mileage, it never contemplated paying mileage on new OF 
newly acquired empty tank cars before they are put into actual 
service and such movements have always en treated like any 
other freight. The evidence shows that under the present equalization 
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Our Humble Servants 


Railway freight cars are the burden bearers 
of modern times. These humble servants of 
the public, designed entirely for utility and 
strength, carry the immense railway freight 
traffic of our busy country. 


The railroads provide different types of 
freight cars to meet the varied needs of trans- 
portation. Box cars carry commodities that 
must be completely inclosed. Many box cars 
have exceptionally wide doors to facilitate the 
loading and unloading of bulky shipments. 
Livestock is transported in cars with slatted 
sides for ventilation. Perishable freight is 
moved in cars which are literally refrigerators 
on wheels. Liquid commodities in bulk are 
transported in tank cars. Cars having open 
tops carry commodities which must be loaded 
and unloaded at low cost. Flat cars are simply 
platforms on wheels and are used for trans- 
porting heavy commodities which cannot 
readily be loaded in other types of cars. 


The freight-car equipment of the Illinois 
Central System consists of about 67,500 cars, 
which at present prices for new cars would 
represent more than $155,000,000, the average 
price now being about $2,300 a car. 


Freight trains are faster than formerly, and 
freight cars are kept moving more of the time. 


Consequently every car performs more serv- 
ice. On the Illinois Central System the aver- 
age car performed nearly one-tenth more 
service in 1926 than in 1925. 


The average capacity of the freight cars 
owned by the Illinois Central System is about 
forty-three tons. However, the average load 
of freight on the system is only about twenty- 
seven tons. The relatively large proportion— 
about 37 per cent—of capacity that is unused 
in the average car offers a great opportunity to 
increase the economy of railway operation. In 
fact, increasing the average carload affords one 
of the principal means of producing further 
economies. 


We are eager to have the Illinois Central 
System.in 1927 improve upon the good service 
performed last year. One way to do that is 
to make even more intensive use of freight 
cars wherever possible. Our patrons can as- 
sist us materially, and we believe they will be 
glad to help us to afford them better service. 


Constructive criticism and suggestions are 


invited. 
L. A. DOWNS, 


President, Illinois Central System. 


CHICAGO, February 1, 1927. 
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rule complainant has had at the end of practically every accounting 
period an excess of loaded movement over empty movement, and 
complainant states that this condition is likely to continue. The 
practical effect, therefore, of granting complainant’s demands would 
be that the carriers receiving a substantial loaded haul would re- 
ceive nothing for the movement of new empty equipment, but, on 
the contrary, would be required to pay three-fourths of a cent per 
mile for the distance the new cars were hauled by them. 

It is often possible for a purchaser of new tank cars to secure 
loading for such cars either at the point of origin or at some point 
intermediate to the home point. This, of course, puts the cars in 
service. Complainant’s witnesses testified that it often availed itself 
of such loading and that the carriers’ agents generally assisted in 
securing the same, but it was unable to secure loading for the cars 
under consideration because of their large number. Complainant 
argues that because it might sometimes happen that a competitor 
who purchases new cars in the east could load them while complain- 
ant could not, and would thus secure a lower transportation charge 
than complainant, the rule is unduly prejudicial. The rule is open 
to all shippers alike, and there is nothing to show that any shipper 
has received any undue advantage over complainant. 


Freight Charges—Liability of Consignor 

Pennsylvania.—Question: We forwarded a draft shipment, 
collect, to a non-agency station. Carrier accepted same and 
made delivery. We were paid for goods, but later on were pre- 
sented with bill for freight charges. 

Will you kindly advise the liability of the carrier for ac- 
cepting a draft shipment to a non-agency station, whether or 
not customer paid for material? 

Answer: While apparently the shipment in question was 
not forwarded in accordance with the provisions of rule 7 of 
Consolidated Freight Classification No. 4, inasmuch as the ship- 
per, as the party who entered into the contract of shipment 
with the carrier, is liable for the full amount of the freight 
charges, there appears to be nothing in the instant case which 
would preclude the carrier from recovering from you the amount 
of the undercharges. 

The consignee, by the acceptance of the goods, becomes 
liable for the freight charges, but this liability on the part of 
the consignee does not release the consignor from his liability. 
The liability of the consignor and consignee are separate and 
distinct and the carrier may resort to either party for the 
recovery of its charges or any part thereof, in the event that 
the consignor has not availed himself of the so-called no re- 
course provision of section 7 of the Uniform Bill of Lading Con- 
tract Terms and Conditions. In this connection see our answer 
to “West Virginia,” on page 468 of the February 13, 1926, Traffic 
World. 
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| Digest of New Complaints | 


No. 19136, Sub. No. 1. Minnesota Potato Growers Exchange, St. Paul, 
Minn., vs. Santa Fe et al. 

Unjust and unreasonable rates and charges on a carload of 
potatoes, seemingly from North Branch, Minn., to Eldorado, Kan. 
Asks for reparation and just and reasonable rates. 

No. 19157. Depreciation charges of electric railway companies. 

This is a proceeding instituted by the Commission under para- 
graph 6 of section 20 of the interstate commerce act with ref- 
erence to prescription of depreciation accounting by electric rail- 
way companies subject to the act. 

No. 19166. Hoboken Manufacturers Railroad Co., Hoboken, N. J., vs. 
Aberdeen & Rockfish et al. 

Unjust, unreasonable, inequitable, prejudicial and preferential 
divisions. Asks just, reasonable, equitable and non-prejudicial 
allowances or divisions out of joint rates and charges, and in- 
crease of 75 cents per net ton on all traffic, except raw silk and 
silk in process of manufacture. 

No. 19167. French Battery & Carbon Co., Madison, Wis., vs.. New York 
Central et al. 

Unjust and unreasonable rates on zinc battery shells billed as 
zinc cans from Claremont Park, N. Y., to Madison, Wis. Asks 
for reparation. 

No. 19168. Rath Packing Co. et al., Waterloo, Ia., vs. Santa Fe et al. 

Unjust and unreasonable rates on fresh meat and packing 
house products from points in Iowa to points in Arkansas, Louisi- 
ana, Oklahoma, Texas and New Mexico. Asks for just and rea- 
sonable rates and reparation. 

No. 19169. California-Arizona Ginners’ and Crushers’ Assn. et al., Los 
Angeles, Calif., vs. Apache Ry. et al. 

Rates and charges in violation of sections 1, 3 and 4 of the 
act, on cottonseed products and related commodities, between 
points in California and Arizona and from points in both those 
states to points in Oregon, Washington, Idaho, Nevada, Utah, 
Montana, Wyoming, Denver, New Mexico, Texas, and other states. 
Asks lawful local and joint through rates and routes, rules, regu- 
lations and privileges. 

No. Bsa’ faa Star Refining Co., Detroit, Mich., vs. Illinois Term- 
nal et al. 

Unjust and unreasonable and illegal rates on fuel oil from 
Roxana, Ill., to Midland, Mich. Asks for reparation. 

No. bs gy Advance Bag & Paper Co., Inc., Howland, Me., vs. Big Four 
et al. 

Unjust and unreasonable rates on paper bags from Middletown, 
O., to New Orleans, La. Asks for reparation. 

No. 19172. Arkansas Tie & Timber Co., Fayetteville, Ark., vs. St. 
Louis-San Francisco. 

Unjust, unreasonable and unduly prejudicial rates on white oak 

ties from Rogers, Ark., to Pittsburgh, Kan. Asks for reparation. 
No. 19173. Chicago Wool Co., Chicago, Ill., vs. Erie et al. 

Unjust and unreasonable rates on wool in grease, importéd 
through New York and Jersey City to Chicago, Ill. Asks for rep- 
aration and just and reasonable rates. 

No. eee Simms Oil Co., Dallas, Tex., vs. St. Louis-San Francisco 
et al. 

Unjust and unreasonable rates on oil well supplies from Tulsa, 
Okla., to Wortham, Tex. Asks for just and reasonable rates and 
reparation. 
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No. 19175. Ontonagon Fibre Co., Ontonagon, Mich., vs. Chicago, Mil- 
waukee & St. Paul et al. 

Unjust and unreasonable rates on woodpulp from Ontanagon, 
Mich., to Chicago, Ill. Asks for reparation. 

No. 19176. National Cottonseed Products Corporation, Memphis, Tenn., 
vs. Alabama & Vicksburg et al. 

Unjust, unreasonable and unduly prejudicial rates on cotton- 
seed from points in Alabama, Kentucky, Mississippi and Tenn- 
essee to Covington, Dyersburg, Jackson, Memphis and Tiptonville, 
Tenn. Asks for just, reasonable and non-prejudicial rates. 

No. 19177. A. M. Costa and A. V. Costa et al., Mill Valley, Calif., vs. 
Santa Fe et al. 

Unjust and unreasonable rates on coal from points in Utah, 
Colorado, Wyoming and New Mexico to Sausalito, San Anselmo, 
Mill Valley, San Rafael, Novato, Petaluma, Cotati, Santa Rosa, 
Sebastopol, Ignacio and intermediate points on the Northwestern 
Pacific in California. Asks rates for future, and reparation. 

No. 19178. Baker Ice Machine Co., Inc., Omaha, Neb., vs. Chicago & 
North Western et al. 

Unreasonable rates on wrought iron pipe, bent to shape, de- 
scribed as “‘iron pipe coils,’? from Omaha to Chicago, from Chicago 
to Omaha, from Omaha to Mangum, Okla., from Shawano, Wis., to 
Omaha, and from Omaha to Kansas City, Mo. Asks rates for fu- 
ture, and reparation. 


No. 19180. California-Arizona Cotton Assn., Los Angeles, Calif., vs. 
Santa Fe et al. 

Rates and charges in violation of sections 1, 3 and 13 of the 
act, on cotton from points in Texas, New Mexico and Arizona 
to Wilmington, Calif., and from the same points of origin to Gal- 
veston and other gulf ports. Asks rates for the future, as well 
as routes, rules, regulations and privileges. 


W. & L. E. STOCK INCIDENT 


Commissioner Meyer, February 1, received from L. F. 
Loree, president of the Delaware & Hudson, the following letter 
under date of January 31: 

This is to confirm the advice I gave you for the Commission 
that neither the Delaware & Hudson, I, nor my associates, have 


been purchasers of Wheeling & Lake Erie Railway Company stock 
nor have we any commitments relating to it. 


Reports from New York have been to the effect that Mr. 
Loree was buying Wheeling & Lake Erie stock. 


TRAFFIC EDUCATION 


Editor The Traffic World: 

Being a regular subscriber to this all important paper, 
dealing with all things pertaining to traffic and its various 
phases, I am only visualizing the great possibilities of the edu- 
cational program, which is now receiving its concrete foundation, 
through your splendid efforts. 

There comes to me from experience this problem: Why 
go ahead and educate men in all the technical points of traffic 
when one knows for a certainty that one of the first questions 
asked the applicant is: “Have you any experience?” And we 
ey. * i the discouraging reply, “I’m sorry, we have nothing 
to offer.” 

As I have been a trunk line freight inspector, I can readily 
vouch for the above, and this is the question I would like to 
ask some of the real traffic managers: “Where are we who 
have the training going to get this experience they ask for if 
they don’t give us a chance?” 

Will someone who has an intelligent trend of thought along 
this line kindly let the writer have his viewpoint, and I am 
sure that he will receive by appreciation and thanks. 

Philadelphia, Pa., Feb. 1, 1927. Walter Grossniclaus. 


COMMISSION APPOINTMENTS 


Editor The Traffic World: 

Your editorial in The Traffic World of January 29 is a chal- 
lenge to readers for expression governing prospective appoint- 
ment of members of the Interstate Commerce Commission. 
Previous editorials regarding this proposition, in recent issues, 
have not brought response. 

The last paragraph of the editorial mentioned reads: “Let 
us have done with the lazy, cowardly, don’t care attitude and 
try to do something worth while.” It is hardly necessary to 
state that the readers of your publication are as much interested 
in the welfare of the country for the betterment and are inter- 
ested in the proper appointments being made, due to the fact 
it embraces transportation and other phases. Your subscribers 
are certainly interested and to bring about results desired 
would mean the cooperation and concentrated effort on the 
part of the various associations embracing chambers of com- 
merce, traffic clubs, and many others along the lines suggested 
in your editorial. Far be it that there should be any unjust 
criticism of our chief executive along the lines of appointment 
made, assuming that same is recommended to the chief execu- 
tive, and the natural supposition would be that the recommenda- 
tion would not be made unless parties measured up to the 
standard qualifications and efficiency of appointment in question. 

This, no doubt, will be the means of opening up further 
correspondence by others expressing their opinions through 
your publication. Sufficient to say that the readers are inter- 
ested and would like to see results along the lines mentioned 
by you. 

Walter L. Kidwell, Traffic Manager, 
Babcock Lumber Co. 
Pittsburgh, Pa., Feb. 2, 1927. 
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Copies of ‘‘Colonial Virginia’ may 
be obtained by writing to T. H. 
Gurney, General Passenger Agent, 
Richmond, Va., or to any of our 
passenger representatives. 
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"THE C. & O. traverses the most 

picturesque and historical re- 
gion in America. In Virginia one 
may visit Yorktown, beautifully 
situated near Chesapeake bay, on 
the York River. It was here that 
Lord Cornwallis delivered his 
sword to General Washington. 
Not far is Jamestown, where in 
1607 our first English settlement 
was made. Williamsburg, the old- 
est incorporated city in America, 
Richmond, the Capital of the 
Confederacy, and “Monticello,” 
the home of Thomas Jefferson at 
Charlottesville, are visited annu- 
ally by thousands. 


The numerous battlefields in Vir- 
ginia are of great interest and have 
been the study of both American 
and foreign military officers. 


“Colonial Virginia,” a handsomely 
printed folder, illustrated through- 


out in colors, has just come off the press. In this folder are presented 
Many points of historic interest to be found along the line of the 


Chesapeake and Ohio Railway. 


“The Route of Historic Interest’ 


The CHESAPEAKE and OHIO RAILWAY 


penetrates the richest field of history 


in America 
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Docket of the Commission 
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with an asterisk (*) are new, 


Mote, iteme in the Docket marked 
aaving been added since the last issue of The Traffic World. Cancel- 
tations and pestponements announced too late to show the change in 
this Docket will be noted elsewhere. 


February 7—Charleston, S. C.—Examiner Konigsberg: 
be ye 


ffic Association of the South Atlantic Ports vs. A. & R. 
R. R. et al. 


February i Ga.—Examiner Davis: 

Finance No. 5955—Application Reorganization Committee of Security 
Molders of Gainesville Midland Ry., receivers of Gainesville Mid- 
land Ry. et al., for authority to abandon a portion of the rail- 
road of that company. 

Finance No. 5967—A pplication Gainesville Midland R. R. for au- 
thority to acquire a portion of the line of railroad formerly owned 
and operated by the Gainesville Midland Ry. 

Finance No. 5968—Application of Gainesville Midland R. R. for 
authority to issue capital stock and other securities. 

Finance No. 5! Application of Seaboard Air Line Ry. for au- 
thority to acquire control of the Gainesville Midland R. R. by 
purchase of capital stock. 

vuenes No. 5969—Application of Seaboard Air Line Ry. for au- 
thority to assume liability as guarantor or endorser of not more 
—, Ys60, 000 of the first pesstenes 6 per cent gold bonds, Series 
A, of the Gainesville Midland R. R. 

February 7—Washington, D. C.—Examiner Johnson: 
Valuation No. Aa In re tentative valuation of the properties of the 
BR. & ©. et al. 
Peres Ta 7Austin, Téx.—Examiner Mackley: 
2816—Iron and steel articles in mixed carloads between 
Shreveport, La., and 3 in Texas. 


February 7—Washington, D. C.—Examiner Norman: 
Valua jon . re tentative valuation of the property of the St. 


8. F. t al. 
Valpation > Ey. ot re tentative valuation of the property of the Ft. 
7. 
be wy: 960—In re tentative valuation of the property of the K. C. 
Valuation f—In re tentative valuation of the property of the 
Brownw North and South Ry. 
Valuation 406—In re ty valuation of the property of St. Louis, 
San Francisco 


Tex. 

Valuation 409—In re tentative valuation of the property of Paris 
and Gt. Northern R. R. 

Valuation = re tentative valuation of the property of Quannah, 


Acme & Pac Ry. 
Valuation 518—In -re tentative valuation of the property of Gulf, 
Florida & Alabama R; 


y- 
Valuation 636—In re tentative valuation of the properties of Birm- 
a Belt R. R. and Metropolitan Rapid Transit, Light & 


Power Co. 
Valuation oR re tentative valuation of the property of the West 


ow 9 4 8—Dallas, Tex.—Examiner Disque: 
. 2839—Cancellation of Application Class Rates on Sugar. 
rebeer 9-10—Argument at Washington, D. C.: 
ve _ yy aes Coal Producers Assn. et a va. A. C 
18423--Brackett Statistical Service vs. B. & O. R. R. et al. 


February 10—Washington, C.—Director Bartel: 
{7849—Bangor and Aroostook R. R, vs. American Railway Assn. et al. 
Pescuary 10—Dallas, Tex.—Examiner Disque: 
“ae i = Manufacturing Co., Inc., Dallas, Tex., vs. 
18730—Butier Bros. et al. vs. A. & R. R. R. et al. 
February 10—Washington, D. C.—Examiner Quimby: 
Valuation No. 902—In re tentative valuation of the propertion of the 
New York, Chicago and St. Louis Railroad Company et a 
Valuation No. %9—In re tentative valuation of the Siupcetice of 
the Lake Erie and Western R. R. et al. 
February 11—Argument at Washington, D. C.: 
17 Kye oO we Growers and ‘Shippers Assn. vs. A. 
17329—American Distilling Co. vs. A. C. & Y. Ry. et al. 
aay | 14—Dallas, Tex.—Examiner Disque: 
ie ° Minimum weight on broomcorn, in southwestern and 
western trunk line territories. 
Feneuary, 14—Fort Worth, Tex.—Examiner +> s 
18935—East St. Louis Cotton Oil Co. vs. A. & S. Ry. et al. 
oe Cottonseed Crushers’ Assn. vs. C. R. I. & P. Ry. 


t al. 
19088 The Blanton Co. vs. A. & V. Ry. et al. 


rere 14—Louisville, Ky.—Examiner Esch: 
I. & S. 2814 and ist supplemental order—Coal from Illinois, Kentucky 
and Alabama to Alabama, Mississippi, Tennessee, Arkansas, Louisi- 
ana and Texas. 


te ow 15—Chicago, Ill.—Examiner Howell: 
2840—Dried blood and tankage from Texas and Oklahoma 
to Mississippi River Crossings and related points. 


February 15—Little Rock, Ark.—Arkansas Railroad Commission: 

Finance No. 5791—Application of Reader R. R. for a certificate of 
public convenience and necessity authorizing the construction of 
a line of railroad from Hope to El Dorado, Ark. 

Finance No. 5792—Application of Reader R. R. for a certificate of 
— convenience and necessity authorizing the construction of a 
ine of railroad from a point on its existing line in Section 36, 
Township 13 South, Range 21 West, Southerly to McNeill, Ark. 


February 16—Ft. Worth, Tex.—Examiner Disque: 
* |. & S. 2794—Live stock from Texas points to Cincinnati, O., 
ville, Ky., and Indianapolis, Ind. 


veneuary 16—Fort Worth, Tex.—Examiner Disque: 
19089—Live Stock Traffic Assn. et al. vs. A. & S. Ry. et al. 


Me 16—Chicago, Ill.—Commissioner Campbell and Examiner 


1. & S. 2658 (and ist supplement)—Iron and steel between points 
in Illinois Freight Committee territory. 


Louis- 








- & S. 2713—Iron and steel articles from Brazil and Terre Haute, 
Vind, to Chicago. 

I. . 2780 (and ist Sent) —ieen and steel between points in 

Sodenae Switching District. 
eee 16—Argument at Washington, D. C.: 

16393—Birkett Mills et al. vs. D. LL. & W. R. R. et al. 
17004—-Chemical Lime Co. et al. vs. Bellefonte Cent. R. R. et al. 

17005—Chemical Lime Co. et al. vs. A. C. & Y. Ry. et al. 

Pig on C. Meyer et al. vs. Bellefonte ea R. R. et al. 
17684—-American Book Co. vs. A. A. R. R. et al. 

February 17—Lakeland, Fla.—Commissioner McManamy and Special 
miner Rogers: 

18187—Transportation of strawberries in carload lots from Florida, 
Georgia, Alabama, North Carolina, South Carolina, and Virginia 
to points in Official Classification territory. 

February 17—Chicago, Ill—Examiner Howell: 

19131—Zion Institutions and Industries (Wilbur Glenn Voliva) et al. 
bo eo Waterways Corp. (operating Mississippi-Warrior Serv- 
ce et a 
19132—Commercial Club of Fargo, N. D., vs. Inland Waterways 
Corp. (operating Mississippi-Warrior Service et al.). 

February 17—Argument at Washington, D. C.: 

Finance No. In the matter of application of i... ©. 
authority to acquire control by stock ownership, not involving 
consolidation, of the M.-K.-T. R. R. 

Finance No. 5680—In the matter of application of M.-K.-T. R. R. 
for authority to acquire control through stock ownership, not 
involving consolidation, of the St. Louis Southwestern Ry. 

February 18—Argument at Washington, D. C.: 
1. & S. 2635—Milk and cream between New England Points. 
February 18—Washington, D. C.—Examiner Carter: 
. 2838—Class and ‘commodity rates between New England and 
‘Bastorn oe Line Territories via Boston (Mystic Wharf) and 


S. Ry. for 


February 19—Argument at Washington, D. C.: 

17551—Swift & Co. vs. Ga. & Fla. Ry. et al. 

17745—National Petroleum Assn. et al. vs. B. & O. R. R. et al. 

17964—-Chicago Coal Merchants Assn. vs. B. & O. R. R. et al. 
tw sy 21—Houston, Tex.—Examiner Disque: 

. & S. 2826—Hay, between points in Texas, Louisiana and Arkansas, 

eta 21—Argument at Washington, D. C.: 

1 eramic Traffic Assn. vs. Penna. R. R. et al. 

a oe Quarries, Inc., vs. N. Y. N. Pe & H. R. R. et al. 

18131—Masson & Sons, Ltd. ke 8 ‘al. vs. Penna. R. et al. 

4 Ban sh Morrisiana Transportation Pins, Inc., vs. N. Y. 
-&S& 2760—Bait, Fish, from and to points on New York, New 
e 7 & Hartford R. R. 


February 23—Washington, D. C.—Examiner Carter: 
16407 (and Sub. Nos. 1 and 2)—Security Cement & Lime Co. vs. 
B. & O. R. R. et al. 


omen 23—Washington, D. C.—Examiner Conway 
Valuation No. 904—In re tentative valuation of rt “ prepertion of the 
"ae Valley Ry., Wellston & Jackson Belt Ry., and Pomeroy 
elt Ry. 
February 23—Washington, D. C.—Examiner Hays: 
Valuation No. 906—In re tentative valuations of the properties of 
the Des Moines Union Ry. Co. and Des Moines Terminal Co. 
February 23—Argument at Washington, D. C.: 
17658—Dawkins Lumber Co. vs. C. & O. Ry. et al. 
17933—W m. Schulderberg-T. J. Kurdle Co. vs. B. & O. R. R. et al’ 
17958—Camp Manufacturing Co. et al. vs. Carolina Western R. R. 


et al. 
18238—Atlas Waste Material Co. vs. Penna. R. R, 
February 23—Washington, D. C.—Examiner Macomber: 
Valuation No. 912—In re tentative valuation of the property of the 
McKeesport Connecting R. 
February 24—Washington, D. C.—Examiner Glover: 
So ng Oy Application No. 12169—Filed by Buffalo, Rochester & 


ur: 
* Fourth Section Application No. 1787—Filed by Erie R. R. 
* —r Section Applications Nos. 1625, 1774, 1775 and 1776—Filed by 
Cc. C. McCain, agent. (Further hearing.) 


aa 24—Washington, D. C.—Examiner Fuller: 
1. & 8. 2787—Coal from Kentucky and Tennessee to Tennessee and 


racy 24—Argument at Washington, D. C.: 
National Association of Ice Cream Manufacturers vs. Amer. 
Ry. Exp. Co. et 
* 1. a ‘s. 2827—Slate from Virginia points to New Orleans, La., Mobile, 
Ala., and Vicksburg, Miss. 
February 24—Washington, D. C.—Examiner Conway: 
Valuation No. 179—In re tentative valuation of the property of 
Nelson & Albemarle Ry. Co. 
Valuation No. aw re tentative valuation of the properties of 
the C. & O. Ry. et 
Valuation No. 477—In 4 tentative valuation of the property of the 
Cc. & O. Ry. of Indiana. 


oo 4 24—Atlanta, Ga.—Commissioner McManamy ‘and Examiner 
we —-Bates on common brick between points within the state of 


17088 —Augusta Face Brick Co. et al. vs. A. C. L. R..R. et a 
& S. 1885 and 1938—Brick and clay products from, to, and C. een 
* points in southern territory. 


pay ye | 25—Memphis, Tenn.—Examiner Disque: 
Ss. Grain and grain products from Ohio and Mississippi 
” River Crossing and related points to points on the Alabama, 
Tennessee & Northern R. R. 
February 25—Argument at Washington, D. C.: 
17709—The Merchants & Planters Compress & Warehouse Co. VS: 
a and Storage Bureau, Galveston Bay Lines, er 


t al. 
ITO Hope Fertilizer Co. vs. B. & O. R. R. et al. 
17947—Lone Star Gas Co. vs. A. T. & S. F. Ry. et al. 
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The Beaten Path 


5 


The beaten path, in ship- 
ping, as in everything else, 
may be the easiest and the 
one most used, but not al- 
ways necessarily the best 
for most profitable results. 


Trans-Continental Freight 
Service has often been able 
to assist in improving 
shipping conditions and 
schedules for manufac- 
turers who have previous- 
ly been following a beaten 
path. 


May our nearest branch 

help you determine 

whether or not your pres- 

ent shipping methods are 
Q best ? 


Trans-Continental Freight Co. 
General Offices: 7 So. Dearborn Street, Chicago 
Eastern Offices: 393 Seventh Ave., New York City 


BRANCH OFFICES 


Boston, Mass. Los Angeles, Cal. 
Buffalo, N. Y. Minneapolis, Minn. 
Cincinnati, Ohio Philadelphia, Pa. 
Cleveland, Ohio Portland, Ore. 
Denver, Cole. St. Paul, Minn. 
Detroit, Mich. Salt Lake City, Utah 


Kansas City, Mo. San Francisco, Cal. 
Seattle, Wash. 


Consolidators of Machinery, Merchan- 
dise, Household Goods, Automobiles, 
etc., for more than 29 years. 
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The Chain of Tidewater Terminals 


Allied Inland 






BOSTON 
BOSTON TIDEWATER TERMINAL, Ine. 
J. M. Hoffman, V. P. & Gen’l Mer. 
666 Summer S8t., Boston 

Adequate, modern dockage facilities, direct 
rail connection all railroads — direct dis- 
charge ship to cars and cars to ship—storage 
direct from ship—no transfer or trucking 
charge. A mile of berthing space — Piers 
100 feet wide. Open storage 

for lumber, pig iron and 

similar bulk cargoes. 


PHILADELPHIA 
MERCHANTS WAREHOUSE CO., 


10 Chestnut St., Philadelphia, Pa. 
Snowden Henry, General Supt. 










Eleven mammoth warehouses, with 
floor area of 1,300,000 square feet, 
served by Penn. R. R. sidings. Larg- 
est operators of public warehouses 
in Philadelphia. Equipped to fur- 
nish any kind of service incident to 
handling of package freight on L. 
C. L. shipments. Low insurance. 
Liberal advances on stored goods. 


PHILADELPHIA 






















Warehouses 


NEW YORK 


ATLANTIC TIDEWATER TERMINAL 


G. W. Green, V. P. & Gen’l Mgr. 
17 State St., New York 


Two modern fireproof double-decked piers. 1320 ft. 
long, 150 ft. wide—located foot 58th St., Brooklyn— 
within free lighterage limits, affording shipments via 
all railroads—slips 250 ft. wide—Quicker docking and 
undocking, faster arrival and departure. Best labor 
conditions—Faster loading and discharging—Less 
stevedoring costs. No lighter or barge detentions— 

No long trucking—No piling—Maxi- 

mum dispatch. Fireproof storage di- 

rect from ship—No trucking or 


transfer charge. Reasonable stor- 
age and handling charges. 


BUFFALO 


KEYSTONE WAREHOUSE CO. 
Seneca and Hamburg Streets 
Buffalo, N. Y. 

W. J. Bishop, General Supt. 
Strictly modern warehouses lo- 
cated at the “Hub” of the whole- 
sale and retail districts. Served by 
all railroads entering Buffalo, in- 
cluding the Great Lakes steamers 
and N. Y. Barge Canal lines. Also 
by all suburban auto trucking com- 
panies. General warehousing with 
pool car distribution and cartage 
facilities. 


NORFOLK 
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PHILADELPHIA TIDEWATER NORFOLK TIDEWATER 
TERMINAL TERMINAL 
G. M. Richardson, Gen. Mgr. and J. A. Moore, Manager 
Treasurer 2 : é 
10 Chestnut St., Philadelphia Norfolk, Va. 


Berths for 15 largest ocean cargo carriers 
—2 reinforced concrete and steel fireproof 
warehouses—over one million sq. ft. covered 
storage space available—Fully sprinklered 
—Lowest insurance rates—Exceptional fa- 
cilities for handling both general and bulk 
cargoes—No lighterage—Railroad storage 
ard 500-car capacity—Tracks extend entire 
ength all 3 piers—25 acre yard adjacent to 
piers for storage and distribution of lumber. 





Three piers, each 1300 ft. long—4 open 
bulkhead berths—8 warehouses with 2,200,- 
000 sq. ft. space—Fully sprinklered—Ware- 
houses served by depressed tracks and 
concrete drives. Receiving, delivering and 
classification yards have over 4,000-car ca- 
pacity—Every modern device for rapid and 
economical handling, all classes of cargo— 
Forty acres open storage space for lumber, 
metals and ores. 






S h ip per SS: The above means great money saving to you. Read carefully—then direct 
* your freight to be delivered to these splendid terminals, and warehouses. 


All structures are concrete and steel, completely sprinkler protected, affording greatest safety 
and security with lowest possible insurance rates. Our Single Unit Policy of administration under a 
management specializing in the operation of terminal and warehouse facilities insures uniform stand- 
ards of service to vessels and shippers alike. Our service costs no more—why pay as much for less? 

Write or telephone the company nearest to you and our rates and arrangements will be promptly 
furnished, together with descriptive illustrated folder. 


HARVEY C. MILLER, President 
319 Commercial Trust Building, Philadelphia, Pa. 
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The Development Service of 
Southern Railway System, 
Washington, D. C., will 
gladly aid in securin 

dustrial locations, y 
and home sites in the South. 
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“,.. Not as idle ore, but iron dug from central gloom ... to sha 
and use.” Tennyson knew that behind the creation of wealth lies the 
intelligent use of natural resources. 


Beneath the surface of the Southern states lie great seams of coal, easily 
accessible and cheap to mine. In the same areas, and almost at the doors of 
the furnaces, are gigantic deposits of iron ore and limestone. 


Here pig iron and finished steel are produced in steadily growing vol- 
ume for use in many parts of the world. And much of it is used in 
building the rapidly growing South. 


The natural advantages and the growth of the Alabama steel industry 
are typical of all Southern industry—the resources of the South are being 
used to build a great industrial empire. 


Traffic on the Southern Railway System has increased 250% in the last twenty-five 
years. To handle this greater traffic efficiently, the Southern, in the same period, 
spent $375,000,000 for new equipment and for enlargements and improvements on 
its8,000 miles oflines serving the states east of the Mississippi and south of the Ohio, 


OUT 
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"To Shape and Use" 
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Put your plant 


= 


PITTSBURGH— 


where it will thrive | 















The Industrial Metropolis of America 


ATURE’S vast storehouse of raw materials— 

favorable climatic conditions—ample rail and 

water transportation — adequate labor —cheap 
power—handy markets—all of these have combined to 
place Pittsburgh in foremost position in production of 
iron and steel, coal and coke, oil and gas, electrical 
materials, glass, industrial chemicals, food stuffs and a 
great variety of other manufactured articles. 


With fourteen million people within two hundred 


Montour Railroad Company ~ Oliver Building 
| Pittsburgh;Pa. 





4 
miles, and sixty-nine million people within five hundred 
miles, the Pittsburgh District affords unequaled oppor- 
tunity for additional manufacturing to meet the needs 
of this population. 


This Company, serving the West and South Sides of 
the Pittsburgh District with belt line service in connec- 
tion with all trunk lines, offers its active aid in the estab- 


lishment of manufacturing or distributing enterprises 
along its line. 


MONT Due 
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Fr e e—Booklet explaining L M S unusual 
Warehousing Plan mailed free on request 


Save Money by 
Storing in England 


ERE’S important news to every business executive. 
Today, you can store merchandise throughout 
Great Britain for one-fourth of what you now pay by 
shipping L M §S and storing in L M S warehouses. 
Every convenience known to modern distribution is at 
your command—always There are more than 300 
_L M S warehouses distributed through all important 
industrial centers of Great Britain, both on the coast 
and in the interior. They are all connected by direct 
rail routes. Handling charges and costly transit delays 
are cut to an irreducible minimum. 


The average L M S charge for handling, stowing 
and delivering out of store as required, is only 2/3 of a 
cent per 100 Ibs., inclusive. 


The L M S is the one British Railroad which serves with its 
own lines all major British Ports. LM S delivers right through 
to store door with its own teams and trucks; 1,300 motor trucks and 
10,000 teams continuously employed. L M S storage rates on 
general merchandise vary from one-fourth to one-seventh of the 
current rates for storage in public warehouses in the United States. 


LONDON MIDLAND & SCOTTISH 
RAILWAY of GREAT BRITAIN 
ONE BROADWAY, NEW YORK CITY 


HHT 
HTH 
HHH \H} 


tHH1] 


The L M S New York Office 
offers every co-operation to help 
you solve the problem of dts- 
tribution in Britain. Address 
THOS. A. MOFFET, Freight 
Traffic Manager in America, 
ONE BROADWAY, NEW 
YORK. 


¢ 


THE ONLY BRITISH RAILROAD WITH AN ACTIVE FREIGHT DEPARTMENT IN AMERICA 
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Coe Terminal Warehouse 
Standardizes on 
International Harvester Trucks 


F significance to transportation 

interests is the fact that the Coe 
Terminal Warehouse of Detroit has se- 
lected International Trucks as best fitted 
to handle its hauling. 

This large and progressive firm, which 
has practically completed its extensive 
terminal warehouse at Fort and Tenth 
Streets,illustrated below, now owns a fleet 
of International 3-ton trucks with 180- 
inch wheelbase, with stake body equip- 
ment. One of these heavy-duty units is 
shown above. 


Mr. Coe is a strong booster for 
International Trucks. He knows that 
22 years of truck-building experience 
back his fleet; he knows he can always 
depend on [International service; and he 
has abundant evidence of International 
past performance in Detroit. 


International Harvester Trucks are 
serving transportation men everywhere. 
Their trucks are served by the largest 
company-owned truck service organiza- 
tion in the world—International now 
has 122 branches in the United States. 


Fit International Trucks to your own needs—the line ranges from the swift 
34-ton “‘Special Delivery”? and 14% and 114-ton Speed Trucks up to the 5-ton 


heavy-duty unit. 


For particulars, write us or see the nearest branch. 


INTERNATIONAL HARVESTER COMPANY 


606 So. Michigan Ave.  f America Chicago, Ill. 
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ZZ, YERSEY CITY 


9 


IN THE PORT OF NEW YORK 
General Warehousing and Distribution — Trucking — Rail and 
Water Service, Including Daily Steamboat Lighterage to All Points 


in New York Harbor—Storage in Transit—Daily Trap Car Service— 
Also Direct Lighterage to Export Steamers — Low Insurance Rates. 


MODERN FACTORY SPACE TO LEASE 


BAYWAY TERMINAL 


Warehouses: Bayway (Elizabeth), N. J. Executive Office: 25 Church St., N. Y. City 
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SOUTHERN PACIFIC LINES 
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